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The Southwestern Association Meeting. 





The following is the official report of the meeting held 
in Chicago, Monday and Tuesday of last week 
(Nov. 8 and 9), to carry out the agreement made in 
New York by the presidents of the companies, regarding a 
division of the Chicago-: t. Louis passenger traffic and the 
freight traftic between Chicago and Missouri River points. 
The substance of the proceedings was published last week, 
but the matter is so importavt tata fuller statement will be 
interesting: 

After the meeting had been called to order, Mr. Midgley 
stated that the first business in order would naturally have 
been to listen to the reports of the Committee appointed at 
tue previous meeting, but since that meetiug passenger mat- 
ters had become so disturbed that it was necessary first to 
cons.der the condition or thing. us they now exist. ‘To ex- 
plain matters, h» sad telegrayaed to Mr. Humphreys, Presi- 
dent of the Wabash, as follows: 

‘** CuHricaGo, Nev. 5, 1830.—Solon Humphreys, New York: 
When | calied the roli on the Southwestern agreement I un- 
derstood Mr. Blackstone 10 say he voted aye on the under- 
standing that its general terms should apply to the business 
between Chivago and St. Louis. Mr. Hopkins sat next to 
me, and I think he added, ‘and that the Wabash shall have 
one-third,’ Istopped and proceeded to restate the vote, 
when Mr. Gould and others remarked, ‘Never mind St. Louis 
busivess;leave that out.’ Afterward you said to Mr. Biack- 
stone that you would have Chicago & St. Louis business 
taken up and disposed of fairly. I cannot certify to any 
agreement except on Chicago and Southwestern business. 
Tue foregoing is the substunce of my statement in the man- 
agers’ meet.ng held here last week. J. W. MInpGLey.” 

In reply, Mr. Humphreys sent the following letter: 

‘* New York, Nov. 6, 1880.—J. W. Midg'ey, Esq., Chicago. 
—DEAR Sir: Your telegram of yesterday received tbis 
oa m., aud I immediately replied that Mr. Gould was absent, 
etc. My recollection of Mr, Gould’s remark is very distinct. 
as it relieved usof a serious question as to how St. Louis anil 
Kansas City business should be treated. Either. Mr, Hop- 
kins or Lasked, as the voce was being taken: ‘ What about 
S;. Louis and Kansas City ¢’ Mr. Gould replied, as you 
state, ‘Never mind that; leave that out,’ and I stated, as I 
had previously stated, that we had a good many unlimited 
tickets out between those points; as Mr. B. had stated his 
road also had. Mr. Gould again replied, ‘Never mind; let 
them run.’ As tomy remark to Mr, Biackstone afterward, 
it had no reference: to Chicago and St. Louis busines, but 
to the business to Jacksonville and othe: common points on 
our two roads, to which we had sold tickets, and it was to 
the effect that we would have that businesss taken up and 
treated fairly, the same as | had already agreed with Mr. 
Riddle in the mattir of Peoria. As you have made your 
statement to the managers, kindly read this letter to them 
at their meeting on Monday. Yours truly, ~ 

““S. HUMPHREYS.” 

Other messages which had passed between the presidents 
in regard to the diff rence of opinion relative to the agree- 
meut made in New York were rad. 

Mr. McMullin understood that tha Wabash would not abide 
by the agreement mide in New York with reference to the 
Southwestern business, un‘ess the Chicago & Alton consented 
toa pool between Chicago and St. Louis with an allot- 
ment of one-third to the Wabash. 

Mr. Tucker asked if tha Wabash would accept anything 
less than one-third, 

Mr. How replied th t he could not tell but if any one bad 
any proposition to make he would telegraph it to New York, 
although he did not thixk any other pro osition except the 
agreement made in New York would be accepted. 

Mr. Potter inquired if the Wabash had any proposition to 
make. 

Mr. How replied that they had not, only that they were 
willing to live up to the agreement made in New York. 

Mr. McMullin then offered the following proposition, which 
was seconded by Mr. Tucker : 

That the Chicago & Alton are willing now to take up with 
all the lines in the Southwest the agreement made by the 
presidents in New York, relative to Southwestern businese, 
and eudeavor to perfect all details of that agreement. As 
far as the agreement on St. Louis and Chicago business is 
concerned we are willing to take up the matter with the 
lines in interest, and endeavor to reach an azreement as to 
the percentages that the severai lines are fairly entitled to, 
with the uncerstanding that if we do not reach an agree- 
mont ths pervesiagas shall b+ sub nitted to arbitration. 

Mr. How moveu to Jay the proposition on the table. As 
this motion received no second 1t was withdrawn. 

Mr. Potter then offered the following, which was seconded 
by Mr. MeMullin: 

“ Resolved, That the agreement covering a 1 of South- 
western business, as made by the presidents in New York, be 
carried out to the letter from date.” 

Mr. How desired time to consult his people in New York 
by telegraph. 

In order to give the required time, the meeting adjourned 
until the next day at 10 o’cl ck. 

Tne meeting was called to order the next day a! that time. 

we proceeding to the regular business, Mr. Midgley 
sald: 

“IT ask the privilege of making a personal explanation. 
I beg to remind you of one incident which transpired yester- 
day within the observation of all present. Mr. Tucker ver- 
bally stated a proposition. The Secretary recorded it in 
short-hand. At the same time Mr. Potter aud Mr. MeMullin 
made some remarks. Soon afterward Mr. McMullin called 
for the reading of the moticn, The Secretary read it, where- 
upon Mr. McMullin observed, ‘Mr. Tucker did not make 
that last remark; Mr. Potter made it.’ Now, bad the read- 
ing of that resolution not been called for, and the Secretary 
had proceeded to transcribe the minutes, he would have 
credited Mr. Tucker with remarks which it appears that Mr. 
Potter added, and would have innocently done so. In pre- 
cisely the same way the record of the New York meeting 
was made, except that the opportunity to confirm it was 
denied. There was no Chairman and no Secretary of that 
meeting. I put the question to vote because I was the 
only one not entitled to vote. I hold in my hand 
the original paper on which that vote was recorded. 
Underneath the vote is the notation: ‘With the 
understanding that it is to embrace the business between 
Chicago and St. L mis.’ And on the next line isadded, ‘ The 








seemed to qualify his vote. I desired to have it fully under- 
stood whether he so voted or not, and, for that purpose, rose 
to restate it, whereupon Mr. Gould and one or two others 
exclaimed, Never mind: leave that cut about St. Louis; 
go on with the voting.’ On returning to Chicago, three days 
afterward, I dictateu a transcr:pt of the recoru, and observ- 
iog the notation referred to, associated it with Mr. Black- 
stone. Copies were sent to each road. Mr. Biackstone at 
once objected to the clause, ‘The Wabash to have one-third.’ 
and protested that he never used those words, I was not 
sure that he did, but was certain that some one did, because 
I noted them down as spoken. Yesterday I conferred with 
Mr. Riddle. We recalled the incidents of the New 
York meeting. He remembered that before voting Mr. 
Bleckstone said something about the agreement in its gen- 
eral terms covering the business between Chicago end St. 
Louis, but did not hear him say anything about allowing the 
Wabash one-third. Hed'd, however, remember Mr Hum- 
phreys saying the Wabash would acc pt one-third. I then 
asked him if Mr. Blackstone were to wy frankly that he di’ 
not at any time consent to allow the Wabash one-third, if he 
would bel.eve hatstatement, Mr. Riddle replied ‘Certain! 
Ishould.’ That is my position. Mr. Blackstone, upon bis 
honor as a gentleman, says he did not agree that the Wabash 
should have one-third, and I therefore tuliy believe he did 
not. His assertion in that respect I believe the same as I 
would Mr. Humpreys if he were in like manner to disclaim 
remarks which had been attributed to him. Hence I have 
stricken from the record first sent out the clause which rep- 
resented Mr. Blackstone as voting with the understanding 
that the Wabash should have one-thirdof Chicago and St. 
Louis business.” 

The ‘hair directed the explanation to be made part of the 
proceedings. 

The question was declared to be on the proposition sub- 
mitted by Mr. Potter. 

Mr. How said he bad telegraphed that proposition to New 
York. and had received the foilowing reply ° 

* New York, Nov. 9, 1880.—Jumes F'. How: Questions 
of veracity need not occupy the time of the managers. Mr. 
Blavkstone’s statements to his friends here, made after the 
presidents’ meeting, fully confirm Midgley’s record of tne 
vote. The matter of immediate arbitration was fully dis 
cussed, and our proposition to have all passenger macters 
arbitrated at the expiration cf six months was agreed te, 
We will not change this, nor will we in the meantime, under 
any circumstances, acc:pt less than one-third of St. Louis 
and Chicago traffic. Read this to the meeting. 

*$ HUMPHREYS.” 

The Chairman had recaived the following, waich was also 
read : 

* New York. Nov. 9, 1880.—A, A. Talmage; Mr. Hum 
phreys has read me all the correspondenc>, both letters and 
telegrams, that have passed between himself and Messrs 
Midgley and Blackstone, and I fully concur and approve of 
every word he has stated. The agreement he alleges he 
made with Mr. Blackstone, for division of business becween 
St. Louis and Chicago, he did make, and Mr. Blackstone 
subsequently repeated and recapitulated the agrvement to 
some of his directors in this civ. He not only made it, but 
its terms are fair, as the Wabash line bet een Cnicago and 
St. Louis, as I understand it, is the shortest of all lines. They 
will not take less than the one-third given taem by tie New 
York agreement. I make these statements in justice to Mr. 
Humphreys, and to place the responsibility of a disastrous 
railroad war exactly where it belongs. You may read this 
to the maeting to-day. JAY GOULD.” 

‘*New York, Nov, 8, 1880.-—A..A. Talmage: ‘The action 
of the Chicago & Alton and the Wabish roads has seriously 
injured the passenger business of the Missouri Pacific, and 
that compuny must take care or hersalf. I therefore give 
notice that hereatter we shall consider the business of the 
Central Branch as local of the Missouri Pacific, and not sub 
ject to be pooled. Please communicate this to the partics 
interested. Jay GovuLp, 

** President Missouri Pavifi: Railway.” 

Mr. How then offered, and Mr. Wheeler seconded, the 
following as an amendment to Mr. Potter’s proposition: 

‘WHEREAS, Ata meeting of the presidents of the roads 
formaing this Association, held in New York City Oct, 22, 
1880, it was agreed to restore rates and to forma pool on 
passenger business between Chicago and tye Southwest, and 
also one on passenger business between Chicago and Sr. 
Louis, in the latter of which the Wabash, St. Louis & Pa- 
cific was to have an interest of one-third, which action is 
confirmed by the record of Mr. J. W. Midgley, nade from 
notes takes at said meeting, and by Messrs. Humphreys, 
Hopkins and Gould, wbo were present at the meeting, as 
well as by several gentlemen to whom Mr. Blackstone 
stated the action of the meeting shortly after its session ; 
therefcre, be it 

** Resolved, That this meeting now proceed to take steps to 
put both of such pools in successful operation.” 

The amendment was put asa substitute. Oncall of the 
roll the Chicago & Alton, Chicago, Burlington & Qaincy, 
Chicago & Northwestern, Chicago, Rock Island & racific. 
Hannibal & St. Joseph, Illinois Central and Vandalia Line 
(7) declined to vote. The Wabash and Missouri Pacific (2) 
voted for it. 

The Chair then stated that, although there were no nega- 
tive votes, as there were only two affirmative votes, the sub- 
stitute could not be declared carried, 

Vote was then taken on the original proposition. The 
Chicago & Alton, Chicago, Burlington & Quincy, Chicago, 
Rock Island & Pacific, Hannibal & St. Joseph and Missouri 
Pacific (5) voted for it, and the Wabash, St. Lous & Pacific 
voted against it. The Chicago & Northwestern, Ilinois Cen- 
tral and Vandalia declined to vote on the ground that they 
were not parties to the New York agreement. 

The Chair declared the original proposition cerried. 

Mr. Midgley said if the substitute were made part of the 
record he should feel obiged to supplement it with the re- 
mark that the parties who refused in the New York meeting 
to allow the vote of the Chicago & Alton to be verified were 
the same parties that now insist that Mr. Blackstone then 
qualitied his vote in a way which he utterly denies, and that 
tne others who were then present support his denial. 

Mr. Potter then moved, Mr. McMullin seconded, and it was 
unanimously 

** Resolved, That, as the general managers cannot agree 
as to the preper interpretation of the presidents’ agreement, 
that tne matter be reterred back to the presidents for fur ther 
and more definite instructions.” 

Mr. Potter moved and Mr. Chandler seconded the follow- 
ing : 

& That, until the presidents have time to instruct as to the 
proper construction of the New York agreement, it isagreed 
that tickets may be sold with rebate certificates, so that the 
net rates shall be as follows: Between Chicago and Kansas 
City, 87: Chicago and St. Louis, 85; and St. Louis and 
Kansas City. 85; and toat between all other points full 
printed tariff, without any rebate, should b+ exacted ; thas 
Wasea tickets will be accepted in the meantime, as pro- 
vided for by the presidents’ agreement ; that all tickets sold 
at less than tariff shall be limited today and train, and be 
sold with rebate certificate for the balance of the regu- 


Wabash to accept one-third.’ These remarks were made at | lar rate.” 
The Chicago & Alton, Chicago, Burlington & Quincy, 


the time that Mr, Blackstone voted, and in that connection 


Chicago & Northwestern, Chicago, Rock Island & Pacific 
Hannibal & St. Joseph, Illinois Central, Missouri Pacific an 
Vandalia voted for it. The Watash declined to vote. It 
was declared carried. 

Mr. How declined voting for the reason that the President 
of his road had taken the position that, until these matters 
were settled satisfactorily, the Wabash was entitled to chor 
$1 less on all tickets to and from Chicago on account of the 
disadvantages they were lat oring under in regard to their 
terminus in Chicago. He also wished the following state- 
ment placed on record: 

* That we will not redeem any tickets sold by us taken up 
on other lines from this date, and I have great doubts 
Sena ed we will redeem tickets taken up previous to this 

ate.” 

His reason for this statement was that the presidents’ 
agreemeut had been broken by the other Jines., 

It was moved by Mr, St. J. hn, seconded by Mr. Tucker, 
and carried, 

That the Secretary be instructed to furnish two copies of 
the records of this mec ting to all the presidents interested, 
through their Managers. 

The following reso.ution was offered by Mr. Wceod: 

* That all lines voting atli matively on Mr. Potter’s reso 
lution carry cut that resolution regardless of the action of 
the dissenting line.” 

A vote was taken, with the following result: The Chicago, 
Burlington & Quineyv, Chicago & Northwestern, and Uanni- 
bal & St. Joe (3) voted for it, and the Chicago & Alton, Illi- 
nis Central, M.ssouri Pacific, Vandalia L ne ani! Chicago. 
Kock Island & Pacific (5) aguiust it. The Wabash declined 
to vote. ‘The resviution was declared lost. 

The meeting then adjourned, 





The Wabash-Alton Correspondence. 


The following is the correspondence between Mr. Black- 
stone, President ot the Chicago & Alton, and Mr. Humphreys 
and Mr. Gould, of the Wabash, as furnished by Mr. Black- 
stone to the Chicago papers, for the purpose of correcting 
impression made by parts of the correspondence published 
in New York : 

From Mr. Blackstone, the day after bis return to Chicago 
from the New York meeting, to Mr. Humphreys : 

* Cot aGo, Oc), 25,—Will you please instruct the General 
Manager of your road to meet the general managers of other 
roads .n the Scuthwestern Association as earty as practic- 
able for the purpose of agreeing upon necessary details for 
carrying out the agreement recently made between the 
members of the Assovia‘ion¢ Please nuthorize him also to 
make an agreement with the general minageis of the IL 
uvis Central and Alton roads relatrog to passenger tratlic 
between Chicago and St. Louis and ovher competing points 
reached via those lines and yours, The agreement last 
referred to must be made promptly, or we will be unable to 
ecurs harmonious action between the several lines in the 
Souvhwest.” 

Mr. Humphreys’ reply was as follows : 

* New York, Oct, 25.—Have instructed Mr. Gault to 
meet tue managers of the other roads to carry out the agree- 
ment eutered into here ” 

Under dite of Oct. 28, Jay Gould sent the following dis 
patch to President Blackstone; 

**T hope you will use your influence with the Illinois Cen- 
tral to induce them to concur in the New York agreement,” 

On the same day auother dispatch from Jay Gould was 
received, as follows : 

**T bave just seen Mr. Osborn, of the Illinois Central. He 
says that his interest in the St. Louis business is so small 
that he is willing to conform to the agreement if your com- 
pany will do so.” 

In reply Mr. Blackstone sent to Mr, Jay Gould the foliow- 
ing dispatch, dated Oct, 20: 

“Your two dispatches recived. [| do not understand 
that any agreement has been made between the Wabash aud 
Alton relative to passenger traffic except between Missouri 
River points and Chicago, Toledo, and Detroit. Wheo J 
consented to that agreement I stated, in substance, that it 
was with the understanding that a similar agreement 
would be made between the Illinois Central, Wabash, 
and Alton, but I did not assume to state any of 
the terms upon which such an agreement should be made, 
nor did | consent to any terins that bave been named by 
others Jf the Wabash wi'l tuke such measures for the re- 
demption of its unlimited tickets as will best promote the 
common interests, { think it will bave no difficulty in makin 
an equitable arrangement with the Llinois Central anc 
Alton. 1 will confer with the officers of the Hlinois Central 
as early as possible, and telegraph you the resalt.” 

The same day Mr. Gould replied, as follow : 

“The St. Louis and Chicago passenger business was to be 
pooled, one-third to Wabash and two--hirds to Altoa and 
[Uiaois Central, LIunderstood both you and Humphreys 
assented to this,” 

Mr. Blackstone at once answered Mr. Gou!d, as follows: 

* Mr. Ackcrman says be is not willing to y - the terms 
of what he understands the Wabash claims to be an agree- 
ment made in New York. He is willing to leave the s¢ tile- 
ment of any matter in dispute to arbitration. An adjouraed 
meeting of general managers of the Southwestern lives {is to 
be held next Thursday, wren it is hoped a committee ap- 
pointed for that purpose will propose a satisfactory solution 
of the difficulties. Suggestions made by Mr. Talmage at 
the meeting in Chicago last Wednesday in regard to rates 
and unlimited tickets are generally upproved here. 

On Oct. 80 President Blackstone received the following 
dispatch from Jay Gould : : is 

~The agreement to give Wabash one-third between ¢ hi- 
cago and St. Louis seems to me fair, 1 understood this was 
agreed between you and Mr. Humphreys. If your com- 
pany end the [linois Central cannot agree on the dis ision of 
the other two-thirds you can arbivrate it. Ths other roads 
are Lot interested in this,” 

Mr. Blackscone replied to the above on the same day as 

OLOWS + 

. Tour telegram of to-day received, The Wabash demands 
one-third. The Ilinois Central claims that it should receive 
as much as the Wabash. This leaves only one-third for toe 
Alton, which hereto.ore has carried about 883 per cent. of 
tne passengers. IL am sorry that there should appear to be 
a misunderstanding in regard to the matter, but the demand 
of the Wabash appears so unjast that the Alton cannot con- 
cede. If the Wabash is entitled to one-third between Chicago 
and St. Louis the Alton is entitled to claim one-third be- 
tween Nt Louis and Kansas City, It we concede the former 
to the Wabish, will the Wabash and Missouri Pacific con- 
ede the latter to the Alton ?” 

e Cader date of Nov. 1, Mr Blackstone received the follow- 
ing dispatch from Jay Gould : : 

-: gion’ wt to allow passenger divisions betwe en St. Louis 
and Kansas City to be any partof the New York agreement. 
I consider, however, that you definitely agreed to give the 





*Mr Humphreys, since the pablication of this letter has said 
thet Mr. Gould wrote “ d-clined”’ and not * decline, and that it 
referred to what took place at the conference 
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Wabash Company one-third of passenger earnings between 
Chicago and St. Louis, and that the remaining two-thirds 
were to be divided between the Alton and Illinois Central. 
If this agreement is not carried out, of course the whole New 
York agreement must fail. I really hope you can see your 
way to a consideration of your decision.” 

The following dispatch was received from Solon Ham- 
phreys by President Blackstone, Nov. 3: 

‘‘Tam much surprised to learn to-day from Mr. Gould 
that he has received a written notification from your Gen- 
eral Manager that you never made or intended to make 
any agreement giving us athird of the nger business 
between St. Louis and Chicago during the continuance of 
our six months’ pool. You will recollect that this was your 
proposition, and accepted by me, and you voted with the 
proviso that we should accept one-third. If this part of the 
agreement is uot carried out, you will be responsible for the 
failure of the whole.” 

The following day Mr. Blackstone replied as follows: 

“Your statemeht that 1 proposed that the Wabash should 
have one-third of the passenger business between Chicago 
and St. Louis is absurd, and your bulldozing efforts to 
make me concede one-third to that company will not suc- 
ceed.” 

On Nov. 5 Mr. Blackstone received the following dispatch 
from Mr. Humphrey, to which no reply was made: 

“Your statement that you did not propose that the 
Wabash should have one-third of Chicago and St. Louis 

yvassenger traflic is a quibble. You asked in the meeting 
1ere if we would accept one-third, and from that question of 
yours came our agreement to accept one-third, and you 
voted on that understanding, as Midgley’s record shows. I 
distinctly stated that we only accepted this as a compro- 
mise until we were in our proper terminus. When we are 
there we expect to carry as many passengers as you carry, 
and shall not accept less, unless it is allotted to us by disin- 
terested parties.” 


The Coal Lands of the Philadelphia & Reading Coal 
& Iron Company—The Powell*Gowen Correspon- 
dence. 





The following correspondence between Franklin B. Gowen, 
President and Receiver of the Reading Companies, and 
Thomas Wilde Powell, representative of the English bond- 
holders’ committee, is published: 

I. MR, POWELL TO MR, GOWEN,. 

PHILADELPHIA, Nov. 11, 1880—F. B. Gowen, Esq., Phil- 
adelphia—Dear Sir; There is a matter which I had supposed 
would in due course come before the consideration of the 
Philadelphia committee on Philadelphia & Reading mat- 
ters, but the action of the committee to-day in adjourning till 
the issue of the deferred bond scheme shall be known, and 
the opinion which seemed to be to some extent entertained 
that if that scheme was successful the committee would have 
little or nothing to do, make it necessary for me to address 
you this communication to avoid further delay. 

When you were in London in 1877, in one of the conver- 
sations before the day of the public meeting, an inquiry was 
made of you, because of some suggestions in the newspapers, 
as to the perfect purity of the directors and officers of the 
company, in respect to the sales of coal lands. You replied 
that there was one case in which a director had been inter- 
ested in the lands sold, but there could be no possible impu- 
tation of any impropriety of conduct in that case, because 
the property in question was such an excellent purchase, 
and had proved so profitable to the company. On the 
strength of that I was enabled, in my opening speech at the 
meeting, to use very strong language in testifying to the en- 
tire freedom of the directors and officers from the possibility 
of any imputation. (See my precise words in the report of 
the meeting embodied in your annual report of January, 
1878 ; see, also, in the same report, your own denial of any, 
the slightest, jobbery in the purchase of coal lands.) 

Now, I am obliged to tell you that within the last week or 
ten days I have heard in Philadelphia things quite contrary 
to all this, and that i feel it absolutely necessary to ascertain 
the truth of the rumors that | have heard respecting the 
‘* Tamaqua lands.” 

The following is an outline of what I have heard put 
broadly, and | submit it to you, with the request that you 
will say whether or not there is any serious mistake in the 
impressions which I have received. Is my statement fairly 
correct, or is it seriously wroug ¢ 

In the first place, I find that your explanation as to the 
innocence of a director, who was a small owner in certain 
good lands, is consistent with what I hear (except there were 
two directors) in respect of a small interest in the ‘‘ Maha- 
noy lands.” But now I have collected from so much evi- 
dence as to convey the appearance of truth the following 
circumstances : 

Mr. Borie and Mr. McKean (brothers-in-law and partners), 
being then one or both in the direction of the Little Schuy!- 
kill Company, joined a syndicate of seven, which bought the 
Tamaqua tract for bonds between $600,000 and $650,000; 
that they also bought another tract adjoining (The Tusca- 
rora) for about $200,000; that the syndicate held the lands 
from three to five years, and spent considerable money upon 
them, but with results very disappointing, probably with 
considerable loss; that the disappointment in the result of 
this purchase was pretty widely known in Philadelphia, and 
that the tract was called the ‘‘ White Elephant” (the name, 
I heard, having been given to it by one of the syndicate); 
that the syndicate, still including those gentlemen, sold both 
tracts to the Reading Company, of which they 
two were directors, for $2,250,000, and made a 
large profit (with interest at 7 per cent., compounded at 6 
per cent., the cost to the company at this date amounting to 
$3,500,000). The purchase has, I believe, been absolutely 
unprofitable to the company. 

Mr. Harris has condemned the lands, in his report, as not 
worth the remaining incumbrances, and values them at 
about $1,300.000 (but the exact figures I can get from the 
report itself). 

First, then, | have to ask whether there is any material 
misstatement in this summary. Secondly, did you know 
that state of affairs when you were in nen ae in 1877¢ In 
your answer to the second question depends very much what 
amount of blame I have to attribute to you personally. 

If the statement is substantially correct, I can understand 
the object that poor George McHenry had in view when he 
was striving to get me to listen to what I guessed to be mere 
slander, and refused to listen to; but now that I have the in- 
formation, upon testimony whichI can scarcely doubt, I 
shall, unless you can show me that I am mistaken, feel bound 
to publish my recantation of what I said on the faith of your 
assurance, 

If I do not hear from you by Saturday, stating the par- 
ticulars in which you may say this statement is incorrect (if 
in any), I shall assume that it iscorrect ; and unless you dis- 
avow it, I shall assume that you knew the facts at the time 
of the bondholders’ meeting. 

Yours rspectfully, T. W. Powe... 


I have your letter of yesterday, and whilst its langu and 
inferences leave me at perfect liberty, if I chose, to decline 
to reply to it or to have any further communication with 
you, l have to say : 

¥irst—That Mr. McKean and Mr. A. E. Borie had together, 
I believe, one-sixth interest in the Tamaqua lands ; that 
neither of the gentlemen took any part whatever in the sale 
of the lands to the company: that the large majority interest 
in the lands was held by the gentlemen with whom I negoti- 
ated the purchase, nearly all of whom had affiliations with a 
rival line of railway that it was important to keep out of our 
territory ; that we bought the land at the rate of $471 per 
acre about the time when a rival corporation bought the 
adjoining tract at from $1,000 to $1,200 per acre. That the 
Tamaqua tract, according even to Mr. Harris’ report (which 
estimates the amount of coal to be sent to market from any 
tract at only 27!4 per cent. of the total contents), contains 
68,110,000 tons which can be sent to market, or more than 
50 per cent. in excess of the amount contained in the Phila- 
delphia & Mahanoy tract, which latter Mr. Harris 
estimates to be worth at present $3,189,877. That 
the reai intrinsic value of the Tamaqua lands, 
owing to their deep basins, to the large quan- 
tity of coal contained in them, and the fact that they are 
nearer to market than any of the Mahanoy lands, is at least 
five millions of dollars. That it would have been the height 
of suicidal folly for the company, through any sentiment 
due to the fact that two of its directors were interested, to 
have permitted these lands to drift into adverse ownership, 
and thus open the entire Schuylkill Valley coal field, of 
which they are the key, to the incursions of a rival line. 
That the low value given to the Tamaqua lands by Mr. 
Harris is due to his novel theory of charging all lands which 
the company does not work with 8 per cent. compound in- 
terest upon this value up to the period at which it may suit 
the company’s convenience to work them, and thus to ac- 
cumulate an enormous and overwhelming load of bookkeep- 
ing debt against a tract which may not be worked for ten or 
twenty years. That when we bought the Tamaqua .ands they 
were developed by three or four collieries, and had the com- 
pany continued to work these collieries, and in addition 
thereto expended upon the Tamaqua lands the same amount 
of money that it expended upon the Mahanoy lands, the 
former would now be producing such a tonnage as would, 
according to Mr. Harris’ system of computation of value, 
make them worth many millions of a. That as the 
company bought many more lands than were necessary to 
supply it with tonnage for some years to come, and as the 
demand for coal was not sufficient to take anything like the 
production, even of the collieries existing at the time of the 
purchase, it became necessary for the company to dismantle 
and close up a great many collieries; that the question of 
which should be closed and which continued was one entirely 
for the company to decide; that in making this decision the 
former owners were in no manner consulted, and nothing 
can therefore be more unjust and preposterous than to make 
one trect, containing double the quantity of coal which 
another does, worth less than the latter, because since the 
date of purchase, and without any consultation with or con- 
trol by the former owners, the company for its own purposes 
has chosen to let one remain idle and to expend a large 
amount of money in developing and working the other. 

Thus far I have restrained myself sufficiently to answer as 
much of your letter pertaining to the business of the com- 
pany as it is at all necessary to reply to, and now I have to 
“y to you: 

‘irst—That, from past experience and knowledge, you are 
utterly incompetent to form any correct judgment upon 
such a question as the value of coal lands. 

Second—That your real position as a confidential agent of 
the Pennsylvania Railroad Company makes it highly indel- 
icate and improper for you to attempt to inject yourself 
into the affairs of the Philadelphia & Reading Railroad Com- 


pany. 

Third—That your statement that you have but lately 
learned about the transactions connected with the purchase 
of the Tamaqua lands, or that [ at any time or in any place, 
by thought, word or deed, ever conveyed or attempted to 
convey, to you or to anybody any impression concerning the 
same that was not strictly true, is infamously false. 

Fourth—That Mr. Henry Pratt McKean is still living, and is 
thoroughly able to defend his own character as a gentleman 
and a man of integrity from any possible assault which you 
can make upon it. y poor friend, Mr. Adolph E. Borie, is 
indeed dead, but I can assure you that any effort to tarnish 
his character will but recoil on you, if you dare to make the 
attempt, as all his friendsin America can look back upon bis 
life in the most perfect confidence that his reputation as a 
man of honor is absolutely safe from the mendacity and 
malignity of any such person as yourself, 

Fifth—Any other communication received by me from you 
will be returned unopened. Respectfully yours, 

FRANKLIN B. GOWEN, President. 


Ill, MR. POWELL TO THE PUBLIC, 


To the Philadelphia Public: The publication by Mr. Gowen 
of the letters of the 11th and 12th, in to-day’s papers, render 
it proper that I should make the following statement: 

n the summer of 1877 Mr. Gowen came to London for 
the purpose of procuring from the holders of the general 
mortgage and other bonds of the Philadelphia & Reading 
Railroad and Perkiomen companies an extension of matur- 
ing interest. At his earnest request I agreed to act as chair- 
man of the meeting of bondholders, which was held at the 
Cannon Street Hotel on the 6th day of June, 1877. State- 
ments involving suspicions in respect to the purchases of 
coal lands had appeared in some of the papers of the day. 
In consequence of these publications inquiries were made at 
some one of the meetings of the committee, which had been 
formed before the day of the general meeting in reference to 
these statements. In reply, Mr.Gowen made explanations fully 
denying the imputations of the statements, and exonerating 
in the fullest manner the members of the Reading board from 
any such charges. He took the opportunity to explain that 
there was one case in which a director had been interested 
in the lands sold, but there could be no possible imputation 
of any impropriety of conduct in that case, because the 
property in question was an excellent purchase and had 
proved very profitable to the company (this, I understand, 
to have wot reference to the Mahanoy lands); and, of course, 
this excluded the idea of there being any other cases that re- 
guired explanation. Having entire confidence in Mr. 
Gowen’s truth and candor, I made the following statement 
to the meeting of the bondholders; 

‘* While we are discussing the position and difficulties of 
the company, I think we may all feel that it is a very satis- 
factory standpoint from which to start, when I say that we 
all admit that the concern is managed by a board of direc- 
tors with an unsullied reputation. There are too often cases 
where the mere business of the day is mixed up with feelings 
of suspicion and irritation that there are moral grounds for 
discontent underlying the more commercial or business 








its managers—if ony such malfeasance existed—dragged to 
the light. And nothing of this kind having been dragged to 
the light, we may fairly consider this negative testimony as 
a positive proof of the unsullied honesty of the board, and as 
evidence that they are not hable to any criticism, except on 
acts which may have arisen from errors of judgment.” 

Mr. Gowen, at the same meeting, used the following lan- 


guage : 

oT want to deny at this point a statement which I have 
seen in several papers, which I believe has been industriously 
circulated in England, and that is that there was the slight- 
est jobbery in the purchase of the coal lands, or that any 
profit or commission, directly or indirectly, resulted to any 
one firm coming between the original holders and the com- 
pany in the sale and purchase of the cal lands now held by 
it. The only commission which was paid was paid purposely 
and intentionally, and it was paid as brokerage, so that the 
lands might be purchased without the venders knowing that 
the company was the purchaser, and the; only commission 
which was paid was the ordinary brokerage usually paid on 
such transactions.” 

From that time up to within ten days prior to my letter 
of the 11th inst. to Nir. Gowen 1 had no knowledge of the 
facts as to the Tamaqua lands. When this information was 
first received I took the trouble to investigate it, because, as 
I supposed, if the facts I heard were true, then I bad been 
misled by Mr. Gowen into making a statement which, while 
I sincerely believed it to be true, was not so in point of fact. 
In this way I was used as the means of giving impressions to 
the bondholders which I certainly would not have given if I 
had known the truth, and this was done upon assurances 
upon which, at the time, I relied with implicit confidence, 
Thinking that if the facts | had recently heard were true, 1 
had misled others, 1 addressed my letter of the 11th to Mr, 
Gowen, intending to be governed as to the course I should 
pursue by the result of his reply. 

He has chosen to publish this correspondence, and it is now 
for the public to judge how far the reply of Mr. Gowen goes 
toward showing whether my information as to the Tamaqua 
lands is vorrect or incorrect, and, also, whether or not I was 
justified in making the inquiries contained in my letter of the 
11th to him. T. W. PowE.u, Continental Hotel. 

Nov. 12, 1880. 





Pennsylvania Railroad Track Standards, 





The series of illustrations of the standard structures and 
appliances used on the Pennsylvania Railroad is continued 
this week, 

The first group of illustrations represents the form of cattle- 
guard used on branch roads. The second shows the method 
of laying cement pipe drains, and the third shows the track 
level used on this line. The first two groups of illustrations 
require no description to make them plain, The track level 
consists of a plate of ,y in. steel cut to the form shown in 
the engraving. This is then backed or covered with oak to 
give it the requisite stiffness. A spirit-level is attached to 
this at the centre, represented by dotted lines in the first 
figure. One end of the frame is laid off in steps, as shown 
on the right side of the engraving. These are for the 
elevation of the track for different curves and are each ‘¢ in. 
high. In using the level for a straight track the lower edge 
is placed on top of the two rails. On a curve, however, one 
of the steps is placed on the outer rail, which gives it the re- 
quired elevation. Each track foreman is provided with a 
list of curves, and the required elevation of the outer rail is 
given on this list, so that he can know which step to use for 
each curve. 


GSontributions. 


Rail Sections. 





LONDON, Oct, 28, 1880, j 
No. 19 GREAT GEORGE STREET, WESTMINSTER, 8S, W. 
To THE EDITOR OF THE RAILROAD GAZETTE : 

So much has been said and written about rail sections that 
it might seem there is little further to be remarked. We 
have sections of all sorts to suit all people and all con- 
ditions, sections designed by engineers, and _ sections 
designed by anybody, engineers or not; some calculated 
mathematically, some worked out by rule-of-thumb and not 
calculated at all, and the upshot of it all is a vast number of 
designs to choose from which is most bewildering. Then 
comes the remedy in the shape of so-called “ standard see- 
tions” proposed for universal adoption, which do not even last 
ten years unaltered, and consist of a series of rail designs by 
nomeans limited to one author, but there is Mr, A.’s standard 
and Mr. B.’s standard, perhaps not always designated as 
“standard,” but for all that put forward as models or pat- 
terns to go by. The recent large American demand for rails 
has drawn much attention tothis subject, and I have reason 
to think that further new and improved sections are likely 
to be put forward from various quarters. 

I have had it suggested to me over and over again, ‘* Why 
don’t you get out aset of sections of your own ?”’ but I want 
to know what good there would be in making confusion 
worse confounded, and I think that engineers in your coun- 
try must be fully qualified to know what rail section they 
want without having a nurse toteach them, To my mind, 
instead of adding to the numberless designs already in exist- 
ence, the more rational way would be to weed out the good 
from the bad and let the scientific societies decide which 
should come under the former designation—certainly so far 
as rail sections go they will have no lack of material, and 
when they have come to a conclusion, all that is necessary is 
a wide circulation of the same, and that sections recom- 
mended as the best should have a distinct name and title. 


| Only give a section a name as wellas the weight, and then 


we know what we are about. 
As an example is worth a lot of talk, 1 give you two see 
tions herewith, say A and B, both of the same weight per 


grounds which are placed before the shareholders ; but, | yard in steel, / with a title or name, A, so far as I know, 


happily in this instance, we know that there is nothing of 
the kind existing. * * * 
“Any company in difficulties, like the Philadelphia & 


with none. Engineers have, in my opimon, only to put the 
two side by side, or, better still, outline tracing one above 





II. MR. GOWEN’S REPLY. Reading, could not have been submitted to the judgment of another, to see the superiority of A to B, evident at a glance 
NOVEMBER 12, 1880—Thomas Wilde Powell, Esq.—Sir: ' those censorsin New York without having the malfeasance of ' in the greater wearing substance of the head, judicious econ 
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omy of material in web and flange, and that without any 
hindrance to the manufacture, as I know by having watched 
it made at several works, and no complaints on the part of | 
the makers. But how am I to describe this section except aa | 
an American one, which may mean anything ¢ In the case 
of section B, however, mention of the designer’s name settles 
it. You will observe that for both of these sections main 
height and width are practically the same ; if anything, the 
width of base is favorable to the American design. 

So far as improvements go, the increase of width in the 
rail base is worth notice. I give you an instance of it in the 
70-1b. section, here outlined (section C), where it will be seen 
that the width of the base exceeds by %-inch the main 
height of the rail, and steel rails of this pattern are now 
being made and laid down on an English line at present un- 
der construction, which affords a bright example of courage 
in departing from the customary double-head rail, cast-iron 
chair, etc., we are bound down to in this country. 

Now, I know by experience that this rail, C, will stand 
enormous tests, and that, [ think, results in part from the 
character of its design as well as from the good quality of 
the steel, and as to rolling the section there has been no 
difficulty whatever about it. Of course, nothing could be 
simpler than to take such a section as a basis, and, by dimin- 
ishing the main hsigh’ and width say 1 of aninch ata time, 
and by fitting in depth of head, thickness of web and flange 
to suit, a series of sections with a family likeness can be pro- 
duced, diminishing gradually in weight by 5 Ibs, per yard 
each, and there you have a series of say *‘ pattern ” sections 
different to those belonging to anyone else, 

What art or skill there is in this I fail to see, nor what 
good can come of adding to designs already far too numerous. 
Would it not be much better to pick out the very best of 
those we have already, give them a distinct name and stick 
to them ¢ F. G, Frevp. 





RAILROAD LAW. 
Railroads Through Indian Lands. 

A dispatch from Washington, Nov. 14, says: ‘Secretary 
Schurz to-day officially replied to a letter addressed to him 
by a representative of a new railroad project, in which he 
was requested to state whether a simple assent of the Cnoc- 
taw Nation, approved by the Secretary of tbe Interior, 
would be sufficient for a grant of right of way through that 
tribe’s section of the Indian Teir.tory, and, also ‘ whether 
Congress can grant the right of way, irrespective of any ac- 
tion on the part of this tribe, or is the assent of its council a 
condition precedent.’ The Secretary writes that this whole 
subject was considered by Secretary Cox, and his conclusions 
embodied in a letter which was approved by tbe President, 
May 23, 1879 ; that the principles enumerated in that paper 
have governed the Interior Department ever since, and that 
no legislation has since been enacted by Congress to render 
any change therein nec: ssary, Secretary Schurz says in con 
clusion: * You will perceive from this paper that both legis- 
lation by Congress and treaty stipulations are conditions 

recedent to any action by the Interior Department concern- 

ng the construction of railroads through the Indian Terri- 
tory.’” 


Condemnation of Railroad Crossing. 


In the case of the Chicago & Western Indiana against the 
Lake Shore & Michigan Southern in Chicago, Circuit Judge 
Tuley, Nov, 10, having been notified that the latter com- 
pauy’s application for a supersedeas in an appeal from the 
condemnation by the County Court had been unanimously 
refused by the Supreme Court, rendered bis opinion on # mo- 
tion to modify the injunction then existing which prevented 
the Western luttinas jaying its tracks across the Lake Shore, 
soas to permit it to take possession of the condemned 
premises, though there was an appeal from the decision im 
the condemnation proceedings. 

Judge Lluley said he did not think the proofs showed the 
Michigan Southern and Rock Island roads would suffer irre- 
parable damage, though they would be severely injured, and 
the damages awarded in the County Court would be a mere 
bagatelle to the actual loss. Buta railroad, like an indi- 
vidual, must submit to the great law of pub'ic necessity. If 
the Western Indiana road was exercising a legal right in 
prosecuting its condemnation proceedings, a court of equity 
would not interfere, even if the mjuries suffered were not at 
all balanced by the compensation awarded. A chancellor 
must respect legal rights. 

As to the claim that the property in question having been 
opece applied toa public use could not be condemned for 
another similar public use, the Supreme Court had already 
decided to the contrary. Another point made was that the 
eminent domain act conferred no power to institute pro- 
ceedings to condemn railroad property in actual use, but 
only private property, and that there was no law which did 
confer such authority. But railroads were express y named 
in the eminent domain act, and its provisions were broad 
enough, and were intended to cover all cases in which it 
might become necessary to take property for corporate or 
quasi-public use. There was nothing in the railroad and 
warehouse acts which would be held as a limitation to the 
exercise of the power of eminent domain under the eminent 
domain act. 

It was true there were 10 express provisions of the stat- 
ute requiring the petitioner seeking to condemn a crossing 
of this kind to set forth the manner in which it desired to 
cross, and it might be that in that respect the eminent do- 
main act was defective, but if the law gave the right to put 
into action the power of eminent domain, and prescribed the 
court whose aid might be invoked, the tact that the law was 
not sufficiently definite in its provisions to insure auy great 
certainty in the ascertainment of the compensation to be 
paid, or the fact that it might leave complications, requiring 
resort to a court of chancery to settle, would not justify a 
chancellor in interfermg by injunction and staying any of the 
proceedings in acourt of law. It was the duty of the Legis- 

ubure 6o correct the errors of the law, and the Supreme 
Court to right the mistakes of the County Court. Chancery 
could only inquire into the jurisdiction ot the County Court. 
The filing of the petition to condemn gave jurisdiction, and, 
if the petition was sufficient, the Court had power to go on 
and act. The Court of Chancery then had no power what- 
ever to interfere. 

The last question to be considered was as to complaint- 
ant's rigat to an injunction, pending appeal. The com- 
p aintants claimed they were entitled to have the dispute ce- 
c.ded by the court of lust resort before the defendant was 
a l wed to take possession. That would be true if the state 
gave an unqualified mght of appeal from the judgment of 
the County Court, but there was no such cunstitutional 
right. The Supreme Court had expressly held that an ap- 
peal from the County Court could only a 





such conditions as might be imposed by the Legislature. 
There cculd be no question but that it was competent for the 
Legislature to affix whatever terms it pleased to the exercise 
of the right «f appeal. The Supreme Court had not as yet 
definitely determined wherein under the present constitution 
payment of the sum awarded must precede the taking of pos- 
session, but under the statute of eminent domain it would 


Fishing Angle 
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satisfied, he should have a right to appeal, on the terms and 
conditions specified in the law. It was, in effect, saying that 
the party in whose favor the compensation was ascertained 
should bave the right of appeal, but such appeal should not 
operate as a stay of proceedings on thie judgment, nor should 
it stay or interfere with the right of the petitioner to enter 
upon the land on payment of the amount ascertained py the 
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STANDARD RAIL SECTIONS. 


seem as though payment must precede or be simultaneous 
with taking possession. By comparing together the different 
parts of the law on the subject, it seemed very clear that the 
jaw intended to give the power that, in case of an appeal, the 
petitioner should not be allowed to enter on the property with- 
out first paying the compensation ascertained by the jury, 





and upon which the judgment of the Court wasrendered. It 
was, in effect, a legisiative declaration that {he compensation | 
£0 ascertained should be taken and held to be the compensa- | 


jury. There was nothing in the constitution guaranteeing 
an unqualified right of appeal to a litigant, nothing which 
prohibited the Legislature from declaring that the judg- 
ment of the County Court as to compensation should 
be final and conclusive between tte rties. The 
compensation having been once ascertained by a jury, the 
provision of the bill of rights in that regard was complied 
with, the constitutional provision was satisfied, and every- 
thing permitted to be done in the condemnation pruceedings 


exercised under’ tion to be paid for the property ; but if the owner was not | beyond that was purely trom grace, and a matter of legisla- 
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| 
tive discretion. It appeared from the evidence that the de-| The Delaware Rolling Mill has been sold to Alfred Jessup, 


findant, immediately on rendition of ,the judgment in the 
County Court, paid into the County Treasurer’s office the 
amount of compensation awarded. -When that was done, 
the petitioner instantly obtained a vested right in the prop- 
erty, or to its use. Payment of the compensation being made, 
no deed “as necessary, nor was the County Court required 
to do any act to vest the petitioner with the right to enter on 


the property. If a court of chancery sk ould interfere by in- | 


junction with the exercise of the right of eminent domain, 
pending appeals by private citizens or rival  rail- 
roads, it would be practically impossibie for any competing 
railroad to obtain an entrance into any large city. As 
private and corporate interests must give way to public 
necessity, the like public necessity would seem to require 
that no other obstacles or delays in the right of eminent do | 
main should be interposed than the Lagislature had e<press- 
ly declared to be necessary for the protection of private 
property. As the injunction was broader than was war- 
ranted by the law, and as the Court had no power to inter- 
fere with the Western Indiana in the exercise of any rights 
it had obtained or might obtain through the condemnation 
roceedings in the County Court, the motion to modify the 
injunction would be granted, so as to let the Western In- 
diana take possession of the right of way over complainants’ 
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| of New York, who will stert it up at once. with Mr. McClees, 
| the former proprietor, ashis agent and manager 
The Chattanooga (Tenn.) Times of Nov. 11 says: “* By vir- 
tue of a deed of trust made by Hasselton & Harris, th» Vul- 
can Iron & Nail Works, and all the property const'tuting 
the Vulcan Works, were sold yesterday. Mr. T. G. Monta- 
ue, the trustee of the Iron Works made the sale, Mr. C. J. 
assard, of Shelby (Ala.) Iron Works, and others becoming 
the purchasers, bidding $25,100. The proceeds will go to 
| satisfy the vender’s lien, the purchasers being the original 
owners, who sold the property to Haselton & Harrison, and 
wiho held a mortage on the works tor $52,000, with interest. 
‘The nail mill was sold by virtue of a deed of trust made 
by Haselton & Harrison to J. C. Warner, and was bil in by 
Mr. A. M. Shook, of the Tennessee Coal & Railroad Com- 
any, of Tracy City, the price bid on koe Mr. Shook 
on not yet determined whether he will operate the mill or 
offer it for sale,” 


Prices of Rails. 


Steel rails are quiet and unchanged at about $60 per ton 
at mill, with no ncw business reported. 

Iron rails are firm, with not much business ; quotations 
are from $46.50 per ton at mill for 56-lbs. section up to $48 
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Section C. 


tracks, as it had acquired a right to do under the condemna- | 
tion proceedings. 


THE SCRAP HEAP. 
Railroad Equipment Notes. 


The Rhode Island Locomotive Works at Providence have | 
just completed tyo consolidation freight engines for the | 
Great Western Railway, of Canada. 

The Jackson & Sharp Co. sens to the Wagner Sleeping | 
Car Co., lately, two elegant sleeping cars, to run between 
New York and Chicago. They ore named the Cuohassett and | 
Caautauqia. The inside fiiisa is of muhogany and marque- 
terie, and is very elegant in design. There is one room | 
fitted up especially for smoking, and so arranged that the | 
smoke cannot get into the other apartments. The upholster- | 
ing is of the finest crimson plush, the carpets of velvet and | 
the curtains of raw silk. The length of the body is 66 ft., | 
being about 10 ft. longer than any sleeper heretofore made, 
and from 15 to 20 ft. longer than the ordinary passenger 
cars. 

The Danforth Locomotive Works, in Paterson, N. J., have 
lately shipped several locomotves to the Chesapeake & Onic 
road. Tie new hammer shop at these works 1s completed 
and the steam-hammery are being put in place. 

The Rogers Locomotive Works, in Paterson, N. J., have 
geet shipped six mogul freight engines to the Louisville & 
Nashville road. 

The Norwich & Worcester shops in Norwich, Conn., are 
building 109 flat cars for the road. 

The Pittsburgh Locomotive Works are building 10 heavy 
mogul engines for the Texas & Pacific road, and have orders 
for a number of other locomotives. 

The Ohio Falls Car Works, at Jeffersonville, Ind., are build- 
ing anew foundry and severe] other buildings. 

he car works of Haskell & Barker, at Michigan City, 
Ind., are building a large number of new coal cars for the 
Louisville, New Albany & Chicago road. 
[ron and Manufacturing Notes, 

The Arcadia iron estate in Botetourt County, Va., has been 
sold for $181,000 to L. F. Backwith, trustee for the Pennsyl- 





to $52 for ligbt rails. An advance of $1 to $1.50 per ton is 
reported from England. 

Old iron rails are unsettled, with light stock. Prices, &26 
to $29 per ton in Philadelphia, according to quality. 

Spikes are reported at $2.75 per 100 Ibs. ; fish-plates, $2.40 
to $2.50 ; track-bolts, $3.75 tor square up to $4.60 for bexa- 
gon heads. 

Fast Time. 

A dispatch of Nov. 11, from South Quebec to the Moncton 

(N. B.) Times, gives the following account of a fast trip over 


| the Intercolonial road : 


“The railway party left Bathurst at 8 o’clock. The train 
stopped at the chief places of iaterest to railway managers, 
allowing the party to view the bridges, etc. The visitors ex- 
pressed a great deal of admiration for the road, its equip- 
ineut and the speed attained. The fastest mile that was 
timed was 59 seconds. The 19 miles approaching Trois Pis- 
toles were :aade in 20 minutes, and the first 830 miles afer 
leaving Riviere du Loup in 80 minutes, the fastest time the 
visitors had ever ridden, The average running time, exclu- 
sive of stoppage, was 55 miles an houe. 

‘When St. Thomas was reached the wires were so covered 
with sleet that there was no communication, and the train 
had to wait until the regular — which bad passed at 
St. Flavie, arrived. Quebec will be inspected to-morrow, 
when the party will break up, the Intercolonial offi -ials re- 
turning Saturday morning and the Americans going to Mon- 
treal and Portland Friday night.” 

A trial of speed was made on the Pittsburgh Division of the 
Pan Handle roid yesterday. Between Newark and Steu- 
benville, 117 miles, the train was run at the rate of 55 miles 
per hour; from Steubenville to Pittsburgh, 43 miles, 50 miles 
per hour. At one point a single mile was made in 52 sec- 
onds, Tiisis not only the fastest time ever made on the 
Pan Haudle, but in this country—a m.le in 52 seconds, If 
a little of that speed was put into the through passenger 
traias, instead of the inspection tiains, it would be appre- 
ciated by the patrons of the line,—Indianupotis News, 
Nov. 11. 


A Hungry Trip. 





vania & Virginia Iron & Steel Co. The company intends to | 


mine largely on the estate, shipping the ores to the Quinni- 
mont and Buchanan furnaces. 
The furnace of the Warwick Iron Co., at Pottstown, Pa., 


On Tuesday afternoon’s train there arrived in our city two 
|cars of railroad fixtures, such as scrapers, etc., consigned to 

Messrs. Zearing & Andrews, contractors on the New Orleans 
| Pacific Railway. ‘Ine cars, we learn, came all the way 


has been obliged to go out of blast, the pipes becoming | through from Eastland, the present terminus of the Texas 


cboked up with cinder. 

‘The new rolling mill of Kimberly, Carnes & Co., at Green- 
ville, Pa., built on the site of the mill burned some time ago, 
will be ready to start. 


Pacific Railway, having started last Saturday. They were 
run in on a side-track to be unloaded yesterday morning, 
but during the night Mr. W. Elliott, the eticient watchman 
at the depot, heard a racket in one of the cars be knew did 





not proceed from scrapers. Upon unlocking the car two 
men stepped out and tharked him for his extreme kindness, 
stating they had come to work on the New Orleans Pacific 
Railroad and proceeded up-town to procure a good square 
meal first, however, making for a barrel of water, not bav- 
ing had any since they started on the trip. We were unable 
to learn where they ——- a meal, bat they, no doubt, 
had an appetite like Uncle Hal's friend, who bad not eaten 
res for three days.—Shreveport (La.) Standard, 
svor~. . 


The Fontaine Friction-Driver Locomotive. 


The Paterson (N. J.) Press publishes the following letter 
received from Mr, E. Fontaine, the inventor of the friction- 
driver locomotive lately completed at the Grant Works : 

* The engine arrived here Sunday night, Oct. 31, all right. 
On Wednesday last we fired her up and ran her out in the 
yard emptv. On Thursday we pulled a few cars through the 
yard. On Friday we took 24 beavily loaded cars, and pushed 
them down about two miles, and pulled therm back up a 25- 
ft. grade at the rate of 25 milesan hour. Saturday it stormed 
and did not take her out. Monday morning Mr. Boon (Super 
intenden* of the Fort Wayne Railroad) returned, havin 
been absent the week previous, and knew notbing of wha’ 
had been done, and when told what she had done 
could hardly credit it. We then took on 21 cars, several 
of them doubly-loaded, weighing 474 tons and 200 
Ibs. gross weight, and pulled them up the same grade, as 
above-mentioned, with perfect ease. We then took on 7 
more loaded cars, pulling up same grade as before, then took 
on 5 more with the same result, again 6 more, making 39 
loaded cars, weighing 862 tons and 650 Ibs. gross weight, 
which she pulled over the same grade, and proved the extent 
of her ability to handie; all this was done with 135 to 140 
Ibs. of steam. Mr. Boon and all who witnessed the trial, 
were greatly astonished, and none more so than myself 
Have made no attempt to test her speed, and will not for 
the present. But have no fears on that score, as no one 
doubts her ability to make speed.” 

The speed of the Fontaine engine will be tested as soon as 
anew forward truck is made, with 40-inch steel-tired wheels, 
to replace the 28-inch cast wheels now muse, The order 
has been received at the Grant Works and the work will be 
done as soon as possible. 


An Incline Railroad in Switzerland. 


Foreign papers contain descriptions of an incline railroad 
recently opened in Switzerland ov the flanks of the Giess- 
bach. In many respects the new line is novel, and some de 
tails are of considerable interest, As on Mount Vesuvius, 
the carriages are hauled by means of a rope running over a 
eee and connecting the ascending and descending vehicles, 
0th running on the same trunk line. The funicular system 
is, however, supplemented by a rack line like that on the 
Righi, but in another respect it differs from that line in that 
no mechanical power is ew ployed in working it. The motive 
power is furnished by water filled at the summit intoa re- 
ceiver fitced to the vehicles, the quantity taken being that 
necessary at any time to give a suflicient preponderance in 
weight to the descending vehicle over that ascending, the 
water being emptied into the lake at the bottom of the 
mount, The line, and the stock and mode of working it, 
have been designed and constructed by M. Riggenbach, of 
Righi fame, and was commenced just two years ago, ‘The 
line Commences at the landing place of the steamboats on 
the lake of Brienz, and runs in a_ nearly right 
line up to the hotel, situated at a distarce of 1,134 
ft. and a height of 805 ft., the gradient ranging from 24 to 
82 in 100. Thence the line is straight until it reaches a cross 
ing toward the middle of its length, where the two trains, as- 
cerding and descending, cross each other by means of curvwis 
of 164 ft. radii. The gauge is 328 ft. The station at tle 
foot is 127 ft. above the steamboat pier, and is reached by a 
covered stairway, passengers’ luggage being pushed up by 
hand in a small wagon on a miniature railway. About half 
the Giessbach Railway is carried on an iron viaduct of pve 
arch spans, with a mean span of 124 ft., and supported on 
piers from 29 to 42 ft, in height, the rails being fixed direct 
to the cross-girders. These cross-girders extend about 2 ft. 
beyond the sides of the girders and carry a footway. On 
the other part of the line the rails are carried on oak sleepers 
placed directly on the ground, 3 ft. 3 in. apart from centre to 
centre The sleepers receive longitudinal support from iron 
stringers or ties of WU section. They reveive further 
support from the rack rail, which, like the Righi rail, 
is formed of two angle rails connected by short 
square bars 1.86 square in. in section, riveted into 
the angle rails, The crossing, which forms one 
of the features of the lme, operates automatically. The 
wheels of one vehicle, forming one of the so-called trains, 
have their flanges exterior to the tread, while the flanges of 
the other vebicle are interior. The rails on the left are con- 
tinuous, while those on the right are cut so as to leave a 
space for the wheel flanges. By these means the vehicle with 
interior flanges arrives in ascending, for example, and leav- 
ing the single truck line common to both vehicles, is directed 
by the flanges to the right by the flanges rubbing against 
the left rail, The other vehicle is, on the contrary, directed 
by the branch which guides its exterior flanges toward the 
left. Inthe descent the operation is the same, The rack 
rail is bifurcated at the crossing and lowered sufficiently to 
prevent the wheel flange from coming into contact with it. 
A groove is made in the rail to receive the rope at this cross- 
ing place, The rolling stock consists of two Carriages and a 
goods wagon, the latter being always at the station sidin 
for the purpose of the removal of heavy luzgage. It is fitte: 
witha windlass and gearing connected with the rack vail. 
Four men at the windlass raise three tons 164 ft. in the hour 
with it. The carriages have each six compartments, one for 
baggage, aud the others cach contain eight seats, placed 
travsversely in pairs, each pair above the other hke stairs, 
The water vessels are placed under the platform, at the 
front end of which, extended, is the place for the driver, who 
can there command both the brake and the water outlet, 
The carringes have six wheels, the front pair of which is 
fixed to the axle and controlled by a brake, the rack line 
yinion being on the same uxie. The other wheels are also 
fitted with brakes. Besides these brakes, which are operated 
by screws, the draw-hook sujports a weighted lever, £o 
long as the hauling tension is on the rope, the hook is held 
up; but when the tension ceases as by the rupture of the 
rope, the lever drops ander the weight and the hook imme- 
diately engages with the rack. The r pe consists of five 
tresses of steel wire covering a body of hemp; it is capable 
of resisting without rupture a strain of 20 tons, which is 
six times that which ought to be brought on it in its work. 
| The water used is collected in a :eservoir at the nes | ot the 
line from the Giessbach, and the carriage on reaching the 
| top stops close to the tank, so that the driver can fill the 
| neceiver without quitting the platform. On reaching the 
| bottom of the line the water is automatically emptied. The 
| wagons weigh 6 tons empty. and at most 9 tons ‘vith 40 pas- 
| sengers. An excess weight on the descending car of about 
1.28 tons of water is required. The ascent or the descent 
occupies ©ix minutes, and the different mancuvres about 
four minutes, so that the trains may follow each other at 
ten-minute intervals, The velocity ou the gradients is 3.28 
ft. per secoud 
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EDITORIAL ANNOUNCEMENTS. 


Passes.—All persons connected with this paper are forbid- 
den toask Jor passes under any circumstances, and we 
ee - thankful to have any act of the kind reported to 
this office. 








Addresses,— Business letters should be addressed and drafts 
made payable to Tae Rar RoaD GazETTE. Communica- 
tions for the attention of the Editors should be addressed 
Epitor RAILROAD GAZETTE. 


Advertisements.— We wish it distinctly wnderstood that 
we will entertain no proposition to ‘mublish anything in 
this jowrnal for pay, EXCEPT IN THE ADVERTISING COL- 
umMNS We give in our editorial columns ouR OWN opin- 
ions, and those only, and in our news columns present only 
such matter as we consider interesting and important to 
our readers. Those who wish to recommend their inven- 
tions, machinery, supplies, financial schemes, etc., to our 
readers can do so fully in our advertising columns, but it 
is useless to ask usto recommend them editorially, either 
for money or in consideration of advertising patronage. 





Contributions.—Subscribers and others will materially 
assist us in making our news accurate and complete if they 
will send us early information of events which take place 
under their observation, such as changes in railroad offi- 
cers, organizations and changes of companies, the letting, 
progress and completion of contracts for new works or 
important improvements of old ones, experiments in the 
construction of roads and machinery and in their man- 
ayement, particulars as to the business of railroads, and 
suggestions as to its improvement. Discussions of subjects 
pertaining to ALL DEPARTMENTS of railroad business by 
men practically acquainted with them are especially de- 
sired, Officers will oblige us by forwarding early copies 
of notices of meetings, elections, appointments, rte ype - 

ecially annual reports, some notice of all of which will 
e published 


THE WABASH AND ALTON QUARREL. 


Quarrel is as dignified a name as is deserved by the 
difference between these companies which is causing 
some eight or nine railroad companies to carry passen- 
gers over some 4,900 miles of railroad at from one-half 
to one-fifteenth of their regular rates, and is damaging 
more or less the business of several other railroads 
with several more thousands of miles of line. That it 
has reached its present stage, that it has lasted so 
long, and that it is now of such a nature that there is 
great difficulty in even proposing a settlement, or in 
conducting negotiations fora settlement, is due 
chiefly to faults of temper, to an unwise use of tongues 
or pens by the managing officers of the two com- 
panies; but that there should ever have been any 
disagreement after the New York meeting 
is due to faults in the conduct of the proceedings 
of that meeting which it is difficult to speak of with- 
out the use of much more contemptuous terms than 
the officers of the two companies have used toward 
each other, and which, we fear, would have to be ap- 
plied to all who were present and consented to ad- 
journ without having had any formal, continuous and 
definite statement made of the conclusions which 
were agreed to. The Wabash officers claim that the 
President of the Chicago & Alton agreed toa certain 
division of the St. Louis business. Mr. Blackstone says 
that he agreed to nothing of the kind. Now it is 
nothing short of disgraceful that there could be any 
controversy on such a point. Everything should have 
been put down in black and white and definitely stated 
in one continuous motion or resolution before it was 
voted on. Mr. Midgley, the Commissioner of the 
Southwestern Association, has given some account of 
the way in which the business was conducted, at 
which, it must be remembered, some ten or twelve 
persons must have been present. ‘There was no 
president or secretary,” says he. That is 
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enough. At a meeting of that kind not 
only is it probable that motion put orally, 
amended while in the act of being put, and never 
spoken in full and at once at all should be understood 
differently by different persons voting for it, but it is 


inherently impossible that it should be understood 


alike by all. So far asthe St. Louis business is con- 
cerned no one at the meeting except the three Wabash 
representatives seem to have hada definite impres- 
sion as to how it was settled or if it was settled at all. 
There disinterested Chicago officers who were present 
did not remember that Mr. Blackstone accepted 
what the Wabash claims he did, and we happen to 
know that Mr. Midgley, not after he had returned to 
Chicago and heard Mr, Blackstone reject the Wabash 
interpretation, but in New York immediately after the 
meeting was held, said that the division of the St. Louis 
business was to be left for settlement thereafter. 
There is too much of a disposition when no more 
than a dozen officers meet to conduct negotiations to 
make their meeting an ‘‘informal” one, that is, not 
make it subject to parliamentary rules. Even when 
there are a president and secretary this is too much 
the case, and almost invariably time is lost by such ir- 
regularity, even when definite and clearly expressed 
results are obtained. Men do not like to be “ fettered.” 
The requirement that a resolution must be presented 
in writing is objected to as ‘red tape,” 
tal indolence even go 
to refuse full 
lution or The chairman begins to 
state a motion, a member says ‘‘ including St. Louis 
business,” and then adds *‘ dependent on the consent 
of such a company,” a third chimes in ‘‘ to date from 
the first of the month,” and then a vote is taken and 
the result announced, when, even if the chairman’s 
statement and the amendatory or explana- 


and men- 
far 


reso- 


and neglect 80 as 


to in 
amendment. 


state orally a 


an 


various 


tory interjections would make up a_ coherent 
and __ intelligble whole, _ it is not probable 
that any one present has a definite idea of the 


whole of its meaning, and the chairman or secretary 
is fortunate if he succeeds in drawing it up in a form 
that all those who voted for or consented to every sep- 


arate provision of it will accept. When a meeting is 


wholly informal, though much time may _ be 
wasted, definite results may be obtained if a 
written document is drawn up = and = signed 


after examination by every party. Much more rapid 
work may be done by an organized body ; but if it is to 
be effective it should be strictly parliamentary; and, by 
the way, a knowledge of parliamentary rules is be- 
come quite important to every railroad ofticer who has 
negotiations to conduct with any considerable body of 
men, to presidents, general managers, general passen- 
ger and freight agents, and, in short, to all who at any 
time have to represent their company at a meeting. 

But when a body of intelligent men have conducted 
a meeting in the unbusinesslike way that character- 
ized the New York presidents’ meeting (which is per- 
haps best described as ‘“‘slouchy,” and for which the 
only excuse is that there have been many examples 
for it), the least they can do is to be patient of misun- 
derstandings and different interpretations of the pro- 
ceedings. Of this patience there has been a lamenta- 
ble lack in this case. The Wabash people have vir- 
tually charged Mr. Blackstone, a man of: high charac- 
ter and approved integrity, of deliberately denying his 
own acts. Mr. certainly under severe 
provocation, but none the less unwisely, telegraphs 
Mr. Humphreys that ‘* your bulldozing efforts to make 
me concede one-third to that company will not suc- 
ceed.” 

Now one cannot quite forget himself while he is 
representing the interests of others, but we have a 
right to demand that those who represent the owners 
of railroad property shall not allow even gross insults 
to themselves personally to lead them to sacrifice the 


Blackstone, 


interests they represent to their feelings. Things 
that have been said on either side in this 
quarrel have made it distinctly more difficult to 


come to the agreement which is necessary to save a 
great waste of the property of the Chicago & Alton 
and the Wabash stockholders. In matters of this 
kind, if nowhere else, it is true wisdom, and true 
nobleness of mind as well, to not a fool 
according to his folly.” It is all very well to say that 
we will have nothing to do with a man who calls us 
a liar or a trickster; we can’t help ourselves if 
we are railroad We must deal with the 
managers of adjoining roads, and do it nearly every 
day and for all time. And among railroad presidents, 
directors and managers are all sorts of men, including, 
sad to say, some who are stupid, narrow, short-sighted 
tricky, dishonest, unscrupulous, grasping, ill-bred and 
vulgar. This may seem slanderous, but no one would 
call it slanderous if we were to say that such characters 
exist among rich men; and large numbers of presidents 


“answer 


managers, 











| 








and directors are such only because they are rich, and 
own large amounts of railroad property, which they 


naturally desire to. control directly, and their 
managers are their appointees. Now one of the 
greatest tasks of the manager of a railroad is 
to establis a modus vivendi, as diplomatists 


say, a ‘way of getting along,” with their neighbors of 
all kinds, and especially their bad ones ; for the good 
ones do not make much trouble. There they are. 
Doubtless it would be better if we could kick them all 


out and get a better set of men to do the 
business with which ours is complicated, but 
we can’t kick them _ out. And when the 


times come, as they not infrequently do, when we 
feel that we are willing to sacrifice a large part of our 
income for the sake of telling some rascally person 
with whom we have to deal what we think of him, we 
are in duty bound to remember that what we are 


sacrificing for this privilege is not our income, 
but that of thousands of persons who have 
not felt the grievance of the offender’s  con- 
duct, who have intrusted us with the direc- 


tion of their property, and for whose best interests we 
are notonly bound to use our best abilities and exer- 
cise our greatest endeavors, but also to sacrifice our 
private feelings. And in almost every case, if we do 
this, we not only have the reward of the consciousness 
of faithfulness to our trust (which very likely will 
never be appreciated by those benefited), but also the 
satisfaction of the general respect that attaches to 
honorable and dignified conduct under provocation, 
The history of the contest in Chicago will be found 
traced in another column. As we have said, the quar- 
rel has gone so far that it has become difficult for the 
parties to negotiate, and it is possible that the war will 


last until the Wabash reaches its down- 
town Chicago station. Happily this event is 
not likely to be far distant. The Chicago & 


Western Indiana, whose road it uses, has at last got 
its track across the disputed Lake Shore yard, and we 
believe there is now no serious obstacle to the rapid 
The Wabash claimed the right 
to make its rate a dollar less than by the other roads 


completion of the road. 


only until it should reach its down-town Chicago 
station. Having got there, nothing will  pre- 
vent its restoring rates except the stock 


of outstanding unlimited tickets, issued before the New 


York meeting, at five dollars each. There will be no 
pool, it is true, but then there never has been one of 
The unlimited 


ever, are a hard obstacle to get over, and they may 


the passenger business. tickets, how- 
keep down the rates fora long time after the roads 
are in perfect harmony (if they ever get there). 


THE BALTIMORE & OHIO REPORT, 


To a certain extent the Baltimore & Ohio Railroad 
Company has a financial position similar to that of the 
Pennsylvania, though outwardly its organization is 
different. 
the Baltimore & Ohio Railroad proper, are compara- 
tively light, it has invested its immense ** surplus” in 


very While its obligations, on account of 


other railroads or the securities of other railroads, and 
to maintain its interest in the connecting lines which 
this surplus represents it is virtually responsible for the 
obligations of a large number of other roads, just as 
the Pennsylvania is directly for the rentals of its great 
system of leased lines. And this causes a similarity in 
the effect of good. and bad times on the two companies: 
if they are just able to pay rentals and fair dividends 
in fair times, bad business tells very quickly and 
severely on their dividends, because the Baltimore & 
Ohio and the Pennsylvania companies, with a com- 
parati~ \y corresponding capital 
ave to suffer the whole loss of a number of sub- 


small mileage and 
stock 
sidiar, roads; and, on the other hand, they gain all 
their profit in good times. When profits fell 
off after 1873 the New York Central’s  con- 
nections, the Lake Shore and the Michigan Central, 
The New York 
Central paid nothing on their account because there 
was (and is) no other connection between it and them 
than the fact that the principal stockholders of the 
New York Central own or control a majority of the 
shares of the other companies. In all the years after 
1:78, therefore, the New York Central was able to 
maintain full dividends, while the Michigan Central 
and the Lake Shore passed or cut down theirs. Mean- 
while the Pennsylvania was paying in rentals millions 
of dollars more than the leased roads earned, and the 
Baltimore & Ohio had to support such lines as the 
Pittsburgh & Connellsville out of the profits of the roads 
which it owned in its own name. 

Now that prosperity is come, the two latter roads 
are reaping a profit from the lines which lately were a 
burden to them, and very likely in a short time will 
be able to make up for all the sacrifices that their 
stockholders have had to make. 


suffered the whole of their own losses. 
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Certainly, the improvement in the revenues of the 
Baltimore & Ohio during its last fiscal year (ending 
with September) is something magnificent. It 
amounts, on all the roads worked by the company, to 
more than four millions of dollars, or 29 per cent., over 
the earnings of the previous year. The New York 
Central, for the same year, showed an increase of less 
than 17 per cent., the Boston & Albany one of 21 per 
cent. The revival of the iron industry has profited the 
Baltimore & Ohio much more than these other roads, 
and a larger porportion of its traffic being through (be- 
cause its local traftic is much lighter), it has gained 
more in proportion by the maintenance of through 
east-bound rates. 

The gross earnings, working expenses and net earn- 
ings of the whole system since 1873 have been: 


Gross Net 
Year. Miles. earnings. Expenses. earnings. 
Dinan > indice hind 1,166 $14, — 090 $9. 461, 651 $5, 439 
a ondken secwert 1,314 444,239 9,908, 665 4, 574 
SEE Sc on bsacbeuee 1,430 i >, “031 ,236 9) 609, 857 5,421,379 
 « SS sae 1,474 13,208,860 8, 296, 055 4,982,805 
EE.” soscew cepts 1.456 13,765,280 7769, 301 5,995,979 
1,449 14, 193,981 7'691:596 6,505,385 
eee 1,467 3918, 317, 740 10,330,770 7,986,970 


The increase in expenses is quite as astonishingly large 
as the increase in receipts (3414 per cent. against 29), 
and cannot be due wholly to the increase in traffic or 
the advance in prices; but must be chargeable to a 
greater or less extent to expenditures properly belong- 
ing to the traffic of some other vear—of some earlier 
one when renewals did not equal the depreciation, or 
of some future one, in which case the expenditures are 
actually for construction and represent an addition to 
the capital invested. 

Owing to this great increase in expenses (similar to 
what has occurred on several New England roads) the 
increase in net earnings is not what we should expect 
from the increase of $4,123,760 in receipts. It amounts, 
however, to the large sum of $1,481,585, which is 22% 
per cent. more than the net earnings of the previous 
year, and is no less than ten per cent, on the company’s 
common stock. Wesee here what we described as the 
great effect of fluctuations of profits on the stock of the 
Baltimore & Ohio Company. The $5,000,000 of pre- 
ferred stock being limited to 6 per cent. dividends, all 
the profits and losses of the vast property owned and 
controlled by the company (and its assets are in- 
ventoried at about $90,000,000) enure to the less than 
$15,000,000 of common stock. Thus an addition of 
barely one per cent. on its value to the profits of the 
property is equivalent to no less than 6 per cent. on 
the stock. The increase in gross earnings last year 
amounted to 274g per cent. on the stock. 

The details of expenses are given in the report now 
published (which is the President’s alone) only for the 
main stem from Baltimore to Wheeling and its imme- 
diate branches, measuring but 550 miles, which is but 
a little more than a third of the totai mileage worked, 
but has nearly two-thirds of the earnings and three- 
fifths of the expenses. This part of the road had 
expenses one-third greater than those of the previous 
year, and the percentages of increase of the leading items 
are 16 percent. in transportation expenses, 42 in re- 
pairs of road, 64 in repairs and renewals of depots, 42 
in repairs and renewals of locomotives, 6345 in 
repairs and renewals of cars. With the exception of 

273,000 for transportation expenses, nearly the whole 
of the increase of $1,533,000 in working expenses is in 
maintenance expenses. The cost of fuel is even a trifle 
This shows sufficiently what we have claimed 
before, that the expenses are not all properly charge- 
able to the year’s traflic, but are larger than properly 
belong to it. Great as has been the increase in traffic 
(and it has not been so great as the increase in earnings, 
because the average rates have been higher this year), 
it cannot possibly have been enough to necessitate an 
increase of more than 60 per cent. in expenses for car 
maintenance. 

Every one of the lines for which earnings are re- 
ported separately shows an increase in profit. On 
what we have called above the ‘‘main stem and 
branches” it was 19 per cent., on the rest of the sys- 
tem (which includes the Parkersburg Branch, the 
Pittsburgh Division, the Washington Branch and all 
the lines west of the Ohio) it was alittle more than 
30 per cent. The principal gains were 90 per 
cent. on the Varkersburg Branch and 88 on 
the Pittsburgh Division. 
must have profited considerably by the higher east- 
bound rates, gained but 14.6 per cent., the Washington 
Branch, which lives on passenger traffic, but 10 per 
cent. The little Straitsville Division gained 93 per 
cent. All these are in net earnings. The gross earn- 
ings of the Chicago Division increased 34.4 per cent., 
and the moderate increase in profits was due to an in- 
crease of nearly 50 per cent. in working expenses, which, 
we may be sure, includes a great deal of maintenance 
not due to the business of the year. 

We have again to regret the absence of any traffic 


less. 


The Chicago Division, which | Fj; 





statistics in this company’s report sufficient to make 
possible a comparison not only of its business, but of 
its rates and expenses per unit of traffic with those of 
other roads. There is no statement of passenger 
mileage or tonnage mileage, and none in this Presi- 
dent’s report of train mileage. The statements of the 
through tonnage (east and west) and of the coal ton- 
nage of the main stem havea value of their own, 
however. 
They have been as follows for a series of years : 


Coal. 


,129,3 
1! ‘213, 212 
1,831, "890 


Both in through freight ont coal the increase is the 
largest ever made in a single year, and is at the rate 
of 39 per cent. in through freight and 51 per cent. in 
coal. The gain in through freight was made in spite 
of much higher average east-bound rates. What it 
consisted of we are unable to say. The chief through 
freights of Baltimore from the West are grain and flour, 
it receiving very little of the provisions which form 
so large an item in the deliveries of the railroads at 
New York. But there was a considerable falling off 
in the deliveries of grain and flour at Baltimore 
by the Baltimore & Ohio last year—amounting to 
19.4 per cent. in flour and to 12.4 per cent. in 
grain and to about 115,000 tons in total weight. 
We know, too, that the Baltimore petroleum 
business has fallen off greatly, though possibly 
this may not be counted as through business. This 
being the case, it would be especially interesting to 
know in what freights the increase has been, and how 
much in east-bound and how much in west-bound 
freight. The large imports last year of iron, and even 
of iron ore, part of which came by way of Baltimore, 
and much of which went to Pittsburgh to be manu- 
factured, tended to increase the west-bound business ; 
but it cannot begin to account for all of it, 


Pork Packing and Traffic. 


Exports of hog products from the United States for the 12 
months ending with — were : 








1879-80. 1878-79 Increase. P.c. 
POGRES....020.200000000 1,232,084, 077 1,163,216,627 68,867,450 5.9 


The shipments from Chicago for the same 12 months 
were: 


1879-80, 1878-79. Increase. Pc. 
Pounds... .........- 1,273,127,535 1,166,617,031 106,500,604 9.1 


Thus the shipments from Chicago have just about equalled 
the entire exports. 

The number of hogs packed in the Northwest during the 
same year was: 





1879-80, 1878-79. Ine.orDec. P.¢ 
Summer packing. 5,240,612 4,051,248 Ine. 1,189,364 20 % 
Winter packing.. 6,950,000 7,480,000 Dec. 530,000 71 
. Ae 12,190,612 11,531,428 Inc. 659,184 5.8 


This year 43 per cent. of the whole packing was in the 
summer season from March to October, inclusive ; the year 
before only 35 per cent., though this year the unusually 
high price of ice has been an obstacle to summer packing. 
The average number packed per month, however, remains 
more than twice as great in the winter season, namely, 
1,737,500 against 655,000. It is, however, but recently that 
any considerable number of hogs has been packed in the 
“ summer season,” 

In the summer packing Chicago takes the lead as usual, 
packing 55 per cent. of the whole this year and 53% last 
year. The largest gains at other places in summer packing 
were at Indianapolis, Cedar Rapids, Kansas City, Milwau- 
kee, St, Louis and Atchison. St. Louis stil] stands next to 
Chicago, and Cincinnati is ninth in rank, having packed but 
2.4 per cent. of the whole number. 

The packing yielding a very important item of the freight of 
the railroads, both in live hogs to and in provisions from the 
packing points, we give below the statement of the number 
of hogs packed at each place from March 1 to Oct. 31, as re- 
ported by the Cincinnati Price Current : 





1880. 1879, Inc. or Dee. 

SL 4. 55.009. uekee ones 2,875,000 = 2, bg 418 ne. 719,582 
OMB 050 05s0cce ae 410,000 50,000 * 60,000 
Indianapolis..... ° y one, 500 > 144,500 
Cleveland. . - 277,490 319, 1865 Dec. 42.375 
Cedar Rapi Bs} caked 261,500 141,685 Ine. 119,815 
Atchison.............+++ 225,000 171,606 “ 53,394 
Kansas City ............ 239,900 145,638 94,262 
Milwaukee.............. 145,000 67.537 ” 77,463 
Cincinnati........... ... 125,000 149,934 Dec. 24,934 
Ottumwa, Iowa ........ 69,100 57,000 Inc. 12,100 
Des Moines.............+ 56,526 49,800 “ 6,726 
DetvOlt 2.4. -ccccccccsses 48,500 61,675 Dec. 13,175 
Sabula, Iowa.........+.. 33,45 32,538 Inc. 912 
uuisville....... ...-+- 27,000 25,00 # 2,000 

St. Joseph, Mo.......... 18,300 12,000 “ 6,300 
Atlantic, lowa.......... 499 12,000 Dec. 2.501 
Quincy, gaia oniets 6,000 3,600 Ine. 2.400 
Oledo, O........ . eens 5,347 4,270 * 1,077 
Other places...........- 20,000 48, 182 Dec. 28,182 
RE sidrnepinnd:s.206r 5,240,612 4,051,248 Ine. 1,189,364 





If we classify these a little we will find that 530,000 of | 
the hogs this year, or more than 10 per cent. of the whole 
number, were packed in Iowa, and 483,000, or more than 9 


per cent., at the Missouri River points of Kansas City, | both years. 


Atchison and St. Joseph. Hog packing is comparatively a 
new business in both of these districts, but is likely to grow 
here especially, because the far Western states find it es 





pecially economical to put their corn into meat in order to 
save freight. There is something saved in shipping pro- 
visions rather than hogs, but not so much as by shipping 
hogs instead of corn, and when one is 1,500 miles from the 
seaboard and 4,500 from the European consuming markets 
such savings tell. 

The importance of this as freight may be measured by the 
fact that the hogs packed in the season (eight months) just 
past weighed more than 655,000 tons, and in the past year 
more than 1,500,000 tons. The hogs are many of them 
carried hundreds of miles and the product, much of it, 
thousands of miles, The exports stated at the beginning of 
this article amounted to 616,000 tons in the last year, and 
the Chicago shipments to 637,000 tons, or more than 2,000 
tons every working day in the year. The rate received on 
both hogs and product is considerably above the grain rate, 
and nearly the whole traffic goes by rail. 

The ** packing season,” as it was once properly called, be- 
gins with November, and, as we have shown before, notwith- 
standing the recent great growth of summer packing, there 
are still more than twice as many packed daily during this 
season than during the eight months just past, As soon as 
the weather is freezing the movement will be very active 
and require a considerable part of the cars of the railroads 
to accommodate it. In the Northwest hogs will largely make 
up for the falling-off in the grain movement that occurs 
after navigation opens. 


Record of New Railroad Construction. 


This number of the Railroad Gazette contains informa- 
tion of the laying of track on new railroads as follows: 

Richmond & Allegheny.—Extended from Cedar Point, 
Va., westward to Columbia, 23 miles, 


" sahppaaes Pacific.—Extended west to the Montana line, 15 
mules, 


Chicago, St. Paul, Minneapolis & Omaha.—The Omaha 
Division is completed by laying track from Lyons, Neb., 
north and west 27 miles. 

Wisconsin & Minnesota,—Track extended west to Cadotte 
Falls, Wis., 13 miles, completing the road. 

Chicago, Burlington & Quincy.—The Bethany Branch is 
extended from Harrison, Mo., southward to Bethany, 8 
miles. 

Dallas & Wichita.—Track 
east by south 6 miles. 

Watchung.--Extended west to Main street, in West Orange, 
N. J., 4¢ mile. 

Chicago & Western Indiana.—Extended to Twelfth 
street in Chicago, 4 mile. 

Little Rock, Mississippi River d& Texas.—Extended from 
Pine Bluff, Ark., northwest 17 miles. 

This is a total of 110 miles of new railroad, making 5, 056 
miles thus far this year, against 3,042 miles reported at the 
same time in 1879, 1,840 miles in 1878, 1,892 miles in 1877, 
1,970 miles in 1876, 1,150 miles in 1875, 1,664 miles in 1874 
3,276 miles in 1873 and 6,202 miles in 1872. 


laid from Sherman, Texas, 


THE MANHATTAN RAILWAY Company, which works all 
the elevated railroads in New York—four lines, with an 
aggregate Jength of 32 miles of double track road at the 
close of the year, but with an averuge in operation of only 
27 miles during the fiscal year, reports for the fiscal year 
ending with September last #4,612,975 of gross earnings 
made with an expense of $2,644,325 for operation, pe 
$1,968,650 of net earnings. This is at the rate of $170,85 
gross and $72,013 net per average mile worked. One we 
get something like an idea of the greatness of this rate of 
earnings by considering that the gross receipts of these 27 
miles of road were more than those of the 684 miles ef the 
St. Louis, Iron Mountain & Southern in 1878, a third more 
than those of the 786 miles of the Missouri, Kansas & Texas 
in 1879, three times as much as those of the 424 miles of the 
Burlington, Cedar Rapids & Northern in 1878-79, and 
nearly five times as much as those of the 646 miles of the 
Northern Pacific in 1878-79. And, coming further east, the 
New York, New Haven & Hartford, one of the great pas- 
senger roads of the country, with 152 miles of road earned 
$700,000 less in 1870; the Boston & Albany, a true 
trunk line, working 324 miles of road, earned not a third 
more that year; and the Philadelphia, Wilmington & Balti- 
more, also one of the greatest of passenger roads, working 
207 miles, earned nearly $1,600,000 less. 

The average worked by the Manhattan Company in 1878-79 
was 20 miles, and the earnings then were about $3,500,000, 
or a little more per mile than last year. The proportion of 
expenses to earnings has increased largely, for the very good 
reason that the new road for the most part has a much thin- 
ner traffic than the old, and the trains that run over it have 
comparatively small loads, The expenses per mile of road 
were nearly the same both years, $97,200 in 1879 and 897,- 
500 in 1880. 

Large as the Manhattan Company’s earnings were, how- 
ever, they were not enough to meet its obligations. It owns 
no road, and the rental it pays consists of the interest on the 
bonds and 10 per cent. on the stock of the two companies 
whose roads it leases. This last year amounted to $2,458,- 
958, which is $490,308 more than the net earnings of the 
year. The company has met all its obligations, however; its 
future evidently depends on the rate of increase in the earn- 
ings and profits of the roads, as it cannot go on for ever pay- 
ing out as rentals more than its total net earnings. 

The number of passengers carried was 60,800,000 in 1880 
against 45,900,000 in 1879, which is at the rate of 2,251,852 
per mile in 1880 against 2,295,000 in 1879—nearly the same 
The traffic is sure to grow with considerable 
rapidity, but it would probably be very nearly as large if 
the company had eight or ten miles less of road 


The number of passengers carried the last year is abont 








618 


equal to the number carried last year on the Metropolitan of 
_ principal obstruction tc the extension of its track to its 


London, which works but about nine miles of road. On the 
London road, the average journeys are very much shorter. 
The Manhattan Company last year bad its directors chosen 
nearly equally from the Metropolitan and tre New York 
Zlevated Companies, Mr. Robert Harris being chosen Presi- 
dent as a neutral third party. At the election last «veek all 
the representatives of the New York Elevated were dropped. 
It is understood that these are not anxious to have the lease 
to the Manhattan maintained, and as their road earns more 
than the rental it receives, while the Metropolitan earns a 
good deal Jess, it may be that they would profit by the failure 
of the Manhattan. But on the other hand it must be remem- 
bered that there is a good deal of advantage in working the 
roads together. 








Water Rates have fluctuated little during the past week. 
Lake rates remained about the same, 64 to 6% centsa 
bushe) for corn and half a cent more for wheat from Chicago 
to Buffalo until Tuesday, but Tuesday and Wednesday the 
quotations were 6 cents, There is little object now in 
shipping grain by lake except when consigned to the rail- 
yoads, as there is not time for it to get through by canal. 
But sailors wages are now $4 a day, aud some vessels will 
lay up for the rest of the season rather than accept current 
rates. 

Canal rates have been reported throughout the week at 
714 cents a bushel for corn and 8 for wheat from Buffalo to 
New York, except that last Wednesday the corn rate was 
quoted at ' 7% to 744 cents. There isa blockade of grain at 
Buffalo, and yet canal rates have not advanced, and canal 


shipments have been comparatively light. Official an- 
nouncement is made that the canal will be closed 
December 2, if not sooner closed by ice. Boats 


that leave after this week will hardly get through, but there 
will be some shipments nearly to the close. An explanation 
of the small shipments is the exceptionally large shipments of 
apples and potatoes from interior New York points, which 
doubtless are more profitable to the boats than carrying 
grain. 

Ocean rates have advanced. Beginning at 71¢d. a bushel 
for grain by steam from New York to Liverpool, they were 
quoted one day 1d. lower, but advanced immediately, and 
Wednesday were 74d, and 8d. 

How lake and canal rates now compare with those the 
same time in previous years may be seen below: 





--— lake. -—--~- Canal——— 

Wheat. Corn Wheat, Corn, 
NOW... srcachs hae 8 . 7 Y 
FOTF vc cccccccavetces eee V Bk, 
NTS 6. wedd occederioss 4 4 6 % SH 
1, ERROR RR eee i 6 104 9 
1GOD i vadevdseates . B& 6 8 ™% 


Thus the luke rates, though lower than recently, are as 
high as at this time before since 1875, and canal rates have 
but once been higher, In explanation it should be remarked 
that in November, and especially after the fist week of it, 
there bas always been a falling-cff in lake rates and usually 
in canal rates, That they can be kept as high us they are 
is somewhat remarkable, considering that the all-rail rate 
at this time last year was 24 cents a bushel on wheat, against 
18 cents this year, 





THe Cuicaco LakKe-Front Depot SCHEME seems now 
likely to be realized. When the three companies using the 
old depot at the foot of Lake street proposed before the fite 
to build a sufficient structure for their growing needs a sonke 
further south, they found insuperable obstacles to obtaining 
the land. The ground was ‘made land,” between their 
tracks, built on piles in the lake, and the natural shore, 
and was owned by the city, or claimed by it, and 
called a park. On the natural shore were the 
finest dwellings of the city, and their owners claimud 
that they could not be deprived of the lake view, which 
aclded much to the value of their lots. An injunction was 
obtained in the name of the Utited States, which had only a 
reversionary iuterest, because part of the ground froated on 
the Fort Dearborn site, which Congress had presented to 
Chicago, on condition that it be used as a public 
park, but which will revert to the United States if 
not usedasa park, Thisinjunction has never been dissolved. 
But since the Chicago fire business has invaded the residence 
streets on and near the lake to points much further south 
{han the proposed depot, and the Jand opposite is no longer 
desirable as residence property, the * Lake Park” at this 
place is given up to circuses and base-bali grounds, and the 
old objections toa depot there no longer hold good. In view 
of this fact, the Mayor of Chicago as reopened negotiations 
with the railroads, and has hada paper circulated among 
the owners of the property opposite, giving their consent to 
the sale to the railroads. It is said that all who were ia the 
country and could be reached have sigacd it, and it is 
thought to be altogether probable that the roads will soon get 
the title to the three blocks next south of the present lake shore 
depot, trom Randolph to Monroe street, which will give them 
room and a most beautiful and convenient site for a pas 
senger depot, and leave the present site for freight-bouses, 
for which it is much needed. The Chicago newspapers say 
that the Illinois Central, the Michigan Central, the Balti- 
more & Ohio and the Cnicago, Burlington & Quincy will 
occupy the depot to be built here jointly ; but as was an- 
nounced a few weeks ago, the latter company has signed 
a contract for the use of the new Madison street depot on the 
West Side, which the Peynsylvania Company is building 
for itself, the Chicago & Alton, and the Chicago, Milwaukee 
& St. Paul, and it announces that it will abide by that con- 

tract, and not use the lake shore depot. 





THE RAILROAD GAZETTE 


THe Cuicaco & WesTeRN INDIANA has overcome the 


depots, or rather to the depots of the three roads which will 
use it as an entrance ‘nto the city, in Chicago. In the case 


' of the condemnation suit of this company against the Lake 
' Shore, the court refused to grant an injunction pending an 


appeal; and decided that the Lake Shore was not entitled 
to have the question decided in the court of last resort be 
fore the Western Indiana could take possession under the 
condemnation made by the County Court, ‘The court said 
that the Lake Shore would doubtless suffer great damage 
by a crossing at that point (by delays to its trains), but the 
Legislature had expressly provided that raiiroads should be 
liable to crossings of that kind, and had not provided that 
they should be paid damages for injuries so caused. 

Another court enjoined the Lake Shore and the RuckIsland 
from taking possession of the premises at the crossing ; the 
County Court, which had condemned them, granted the West- 
ern Indiana a writ of possession, and that company at once 
set a large force at work which very soon put in the crossing 
und began to throw up the read-bed over about 450 ft. of 
0 en spare between two tracks, and last Tuesday the C’ i :ago 
& Eastern Lilinois began to run its trains to Fourteenth 
street, where, however, there is no station,. The perinanent 
denots, both freight and passenger, are still further north 
but they will probably be reached soon. 


THE OLD COLONY RAILROAD, in its last fiscal year, earned 
25.7 per ccnt. more than the year before; but its working 
expenses increased no less than 86 per cent., and left the net 
earnings but $111,000, or about 10 per cent, larger. This 
amount, however, is equivalent to 114 per cent. on the com- 
pany’s stock. Most of this was absorbed, however, 
by the balance of payments on account of the Wol- 
laston accident, which have now amounted to $429,035, 
or just about 6 per cent, on the stock, which has been 
the rate of dividend since 1875 until last year (1878-79) 
when on account ot the expense of the accident none was 
paid. For the owners of a road to lose a whole year’s profits 
through an accident is a pretty severe fine and ought to lead 
them to a liberal policy with regard to the provision of safety 
appliances, etc. This road is an additional example of a great 
addition to expenses—doubtless by taking advantage of a 
prosperous year to make needed improvements or make up 
for too severe ecopomy in previous years of light earnings, 


A GREAT LAND GRANT ExcCURSION began Nov. ¥, in 
accordance with arrangements made at the National Passen- 
ger Agents’ Convention last September. The roads having 
land grants in the market west of the Missouri invited pro- 
posing settlers and others to visit their lands in order to 
show them that reports of bad crops last summer were ex- 
aggerated. The rates made for this excursion were one- 
half the ordinary ‘colonists’ rates,” and amounted to 
something like a cent a mile. Mauy thousands took advan- 
tage of this opportunity to visit the great prairies west of the 
Missouri on the lines of the Union Pacific,the Northern Pacific, 
the Burlington & Missouri Rive, the Kansas Pacific and other 
ruads in Minnesota, Dakota, Nebraska and Kansas. The 
Chicago, Rock Island & Pacific alone is said to have 
taken out of its Chicago depot on the 10th more than 1,500 
excursionists, on three trains—450 on the morning train, 
600 on the noon and 500 on the night train. 


A PASSENGER WAR does not reduce the earnings of most 
roads nearly so much as a freight war, and it affects a much 
smaller proportion of their earnings than most people sus- 
pect, first because the whole passenger earnings are a moder- 
ale proportion of the total earnings, and next because usu 
ally the through passenger vraffic of most roads isa much 
smaller part of their total passenger traffic than their through 
freight is of their total freight. The Chicago & Alton 
during the first week of November earned, gross, from pas- 
sengers, even a little more (2 per vent.) this year than last, 
thouch this year it carried a good many passengers from 280 
to 400 miles fora dollar, and last year rates were regular 
and full—a good deal higher than regular rates are this year 
onsome routes. This does not mean that there was nota 
large loss by reason of the railroad war, but that this loss in 
gross receipts was not equal to the gain from local travel. 


THE EASTERN RAILROAD (of Massachusetts) reflects in it 
report forthe year nding with September the improved 
condition of business in New England. In comparison with 
the previous year it has 18 per cent. more passenger traffic 
and 37 per cent. more freight traffic, carried with an increase 
of 13%¢ per cent. in train mueage. The earnings from traffic 
were 211¢ per cent. and the totalincome 17 per cent. greater, 
while the working expenses increased by 22 per cent. Thus 
the addition to net earnings was quite moderate—about LO per 
cent.—and amounted to $90,000, whieh is not as much as 
the increase in interest charges; but the rentals fell of€ con- 
siderably, so that after paying all fixed charges there is an 
increase of $30,000 in the surplus. 


THE NEw York, New Haven & Hartrorp RAILROAD, 
one of the great passenger roads of America, reports for the 
fiscal year ending with Sept. 30 an increase of 9 per cent. in 
gross earnings, but, as on many New England railroads tuis 
year, there is a great increase of expenses, amounting to 1634 
per cent., and very nearly equaling the increase in receipts. 
he receipts are the largest since 1875 and the expenses the 
largest since 1876. The net earnings are but about $10,500 
larger than last year, when, however, they were larger than 
ever before. 
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SELLING PASSES has been held as a crime in Canada, 
where Levi Abrahams, a ticket broker, sold passes for “ E. 
Carey and one” from Mvontrealto Port Huron and from 
Fort Huron to Chicago for $20. The indictment was for ob- 
taining money under false pretences, and it the buyers had 
known that the pass could not be used without talsely rep- 
resenting that one of these was the Carey who was entitled 
to ride on the pass, this charge would not have held. 


Notes of Travel. 


BARNEY & SMITH CO’.S CAR WORKS, DAYTON, OHIO. 

As most of our readers know, this is the largest shop for 
the manufacture of cars in the West,if not in the whole 
country, and at the time the writer visited it 950 men were 
employed. It has recently been extended in various depart- 
ments, and two new eugines of 250 horse-power have been 
put in, making the entire power e nployed 5%0 horse-power, 
Six new boilers, a new three-story paint snop, and another 
shop for building trucks, with a variety of new tools, have 
been added, All these additions have increased the capacity 
of the shops about 25 per cent. 

‘Lhe very great demand for cars which exists at present 
has filled this establishment with work. Among the orders 
on hand is one for 25 sleeping cars for the Baltimore & Ohio 
Railroad, others for the Central Pacific Railroad, and for the 
Woodruff Sleeping Car Company. The cars for the Balti- 
more & Ohio Railroad are 57+; ft. long by 9 ft. 8 in. wide over 
the bodies, Each has fourteen sections, with a ladies’ dress- 
ing-room at one end and another for gentlemen at the oppo~ 
site end. Some of the cars are finished in walnut, some in 
oak and othevs in mahogany. A description without 
illustrations would be comparatively uniateresting. The 
vlan generally resembles that of the Pallman cars, although 
the design of the decoration is different and somewhat 
plainer, but in excellent taste. The general plan was first 
worked out, and was then submitted to an architect, who 
desigaed the decoration, a method which has been very suc- 
cessfully adopted Ly the Pullman and the Pennsylvania 
Railroad companies, and which ha: resulted in the great im- 
provement in the decoration of passenger cars which has 
been so apparent within the past few years. 

Besides theorder for these sleeping cars, the Barney & 
Smith Company has orders on hand for 10 coaches for the 
New York, Pennsylvania & Ohio Railroad, some for the 
Cincinnati Southern, others for the Milwaukee, Lake Shore 
& Western, the Iron Mountain, the Burlington & Missouri 
River, the Corpus Cristi, San Diego & Rio Grande and the 
Carson & Colorado Railroads. Besides these, they have 
orders for 300 freight cars for the Milwaukee, Lake Shore 
& Western, 306 for the Central Pacific, 100 for the Spring- 
field Southern, 100 for the Diyton & Southeastern, besides 
other orders for different lines. All the wheels used are 
manufactured on their own premises, and 120 are now 
made per day, which will give an idea of the number of cars 
built. 

Thesenior Mr. Barney still takes an active part in the 
mavageroent of the business, although bis sons are assuming 
the more laborious work. The former is still actively inter- 
ested in the subject of the propagation of the catalpa tree, 

yn account of the valu of its timer, an is constantly col- 
lecting valuable mformation in relation to it, and is in cor- 
respondence with persons interested in the same subject in 
ill parts of this country, with some in Europe, India, Austra- 
lia and Japan. It is rare to find any one engaged with his 
enthusiasm in a work so entirely disinterested us this is, and 
his friends will be glad to learn that bis efforts have led to 
the planting of great numbers of the trees, and that all be 
has claimed for the timber has been verified by the testi- 
mony of many different observers in various parts of the 
country. He contemplates issuing in a new pamphlet the 
additional data which he has collected since the last one was 
printed. 
SMITH, VAILE & CO.’8 WORKS. 

The shops of this firm are withia a stone's throw of those 
referred to above. Tney are engaged ia the manufacture of 
steam pumps of various kiods, and for different purposes, 
but give especial att»ntion to the class required for railroad 
water stations, and fire pumps for shops, depots, etc. They 
also make stand pipes or water cranes for railroads, and 
other machinery used in connection with water stations. 

Their shops have become too small for their business, and 
they contemplate extending them so as to be able to meet the 
demands of their business, 

CINCINNATI. 

In this city we found comparatively little to comment on. 
The friends of Mr, Setchel, the Secretary of the Master 
Mechanics Association; will be gad to hear of his continued 
good health, although he is still almost as thin as Sara 
Bernhardt. His interest in the Association is as great as 
ever, and if the members fulfilled their duti2s as zealously 
and faithfully as he does those of the secretary, the pros- 
perity of the Assoviation would be assured, 

The Pittsburgh, Cincinnati & St. Louis Railway Company 
has now in progress a new depot for the joiut use of the Little 
Miami Division of that road and cf the Louisville, Cincinnati 
& Lexington, or Short Line Railroad, as itis called. We 
published, not long ago, a description of this structure, copied 
faqyn a Cincinnati paper. 

LOUISVILLE. 

In this city, as in Cincinnati, there was not much to com- 
ment on. Mr. Reuben Wells, in his comparatively new 
position, was busy in bringing uniformity out of the diver 
sity which exists in the rolling stock of the Louisville & Nash- 
ville Railroad, which is doing a heavy business, and requires 
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all the cars and engines that cao be furnished. 
Mr. Mahl, the Superintendent, and Mr: Schaefer, tbe Mas- 
ter Mechanic, of the Louisville, Cincinnati & Lexington 
Railroad are doing their best to keep down expenses and i.- 
crease the earnings. The shops are managed with an 
economy which must be gratifying to the owners. We are 
inclined, however, to utter a word of caution in relation to 
the running of trains on that road. It is a connecting link 
between two great lines, the Pittsburgh, Cincinnati & St. 
Louis at the north and east, and the Louisville & Nashville 
at the south. It happens, oftener perhaps than 
it should, that trains are received at each end 
of the road late, and the responsibility of making a con- 
nection at the opposite terminus is thrown upon this compa- 
ratively short connecting link. To do this requires very 
fast running. As this line is very crooked and the track, 
while better than that of most roads, is not in the very best 
condition, the speed of the trains is at times alarming. Of 
the safety of travel under these conditions it may be as well 
not to express an opinion, but prudence would suggest cither 
an improvement in the track or a reduction in speed when 
running down grade. 

Competition between the two lines—that is, this road and 
the Ohio & Mississippi—has led to the introduction of parlor 
cars on the day trains, for vwl.ich no charge is made to 
through travelers. Mr. Schaeffer has just finished a car of 
this kind, which gives every comfort that could be desired, 
and which makes trave! on this line a luxury. 

CHICAGO, 

This metropolis of the West we found crowded with people 
and business, its hotels, at least the larger ones, full of what 
are euphemistically called **guestz.” Owing, doubtless, to 
the large numbers of persous who must be fed and lodged 
in these abiding piaces for strangers, they have sadly de- 
teriorated from the high reputation which they had wher 
first opened after the great fire. Conversely to the saying 
of the convivial person who remarked that it was a mistake 
to speak of ** bad whiskey ;” “all whiskey,” he said, ‘is 
good, the difference being that some whiskey is betver than 
others;” so it may be said that all hotels are bad, the differ- 
ence being that some are worse than others. At present it 
might be said that the largest ones in Chicago are consid- 
erably worse than others, which are not so bad. 

Reasons which would not interest the reader shurtened the 
visit of the writer in Chicago, so the opportunities for making 
observatious there were limited, 

Among the striking things which are observed in railroad 
improvements are the new stations, one for the Chicago & 
Northwestern road and the other the union depot for the two 
lines of the Pennsylvania, for the Chicago & Alton, the Chi- 
cago, Milwaukee & St. Paul, and the Chicago, Burlington & 
Quincy. No description will be given of them here, but it is 
hoped that the materia] will be furnished to dg this fully in 
the future. 

The shops of the Chicago & Northwestern Railway were 
the only ones visited. The car department was fully 
employed. Mr. Campbell has in progress ten coaches and a 
mail car, thirty conductors’ cars, and 2 large number of 
bex cars. The conductors’ cars are 80 feet long, and are 
provided with a water-closet and wash basins, which are 
very much needed in these vehicles. The life of a train- 
man on a railroad is at best hard enough, and it is certainly 
inhuman not to provide him with the few comforts which 
are needed to make bis lot even tolerable. 

The box-cars for this road are now made 33° ft. long, the 
body posts being 6 ft. between shoulders. They are designed 
to carry 40.000 lbs. of freight. This has now become the 
usual capacity for new freight cars in the West. Those now 
building for the Northwestern have end doors 2 ft. wide by 
5 ft. 6iv. high for loading lumber, iron, ete. The Potter 
draw-bar and Van Lien’s yrain-door are used on all of them. 

Mr. Campbell had also a new car for the General Manager 
in the shop, nearly completed, which is a beautiful piece of 
work. It is 52 ft. long over the body, with six-wheeled 
trucks—the wheels being of the well known Allen paper 
wheel with steel tires. In the inside of the car there are six 
sections with sleeping berths, a large drawing-room, a 
kitchen 12 ft. long and a lavatory adjoining. <A description 
of a car of this kind is very dull reading w.thout illustra- 
tions, but evidently the occupants can have all the comforts 
of a home while living on wheels. 

In the locomotive department Mr. Tilton also has all the 
work he can do, He has recently adopted a somewhat novel 
plan of door for the front of a head-light, to obscure it when 
the engine is on the side track. This consists simply of a 
door hinged to the side or corner of the case of the head-light, 
and arranged so that it can be swung in front of the glass to 
obscure the light, or can be swung entirely around sv as to 
rest against the sice when the light is to be shown. 

He has also changed the form of the section of the coup- 
ling-rods which he uses on his lozomotives, of which some 
illustrations and comments will be givea in a future num- 
ber. 

Of Chicago railrvad men, as of most others in the West, 
it may be said that at present they manifest apparently but 
little interest in the improvement of railroad appliances, or 
in the operation of their lines. All the roads are so crowded 
with traffic, and the insmediate demand for facilities for 
carrying freight and passengers is so great, that no 
time is left for improving the equipment. Wken shippers 
are clamoring for cars, which cannot be furnished, it can 
hardly be expected that the person in authority, or who 
has the responsibility, will be especially concerned 
that the journal-bearings should he of the most per- 
fect form. If it is hard to get a supply of car 
wheels for the service of the road, and when a bad 
wheel will earn its cost in a few weeks or months, the quality 


THE RAILROAD GAZETTE. 


619 








of those furnished is not likely to be very severely scrutin- 
ized, or very strict guarantees of service be required. For 
these reasons, periods of great prosperity like the present do 
not tend to promote improvement. It is true that 
there is a greater willingness perhaps to spend 
money, but generally the improvers who have the 
most vivid imaginations, with little scruple about their state- 
ments of facts, and with very limited qualifications ac- 
quired either by study or experience, are those who appar- 
ently with the least difficulty can get the ear and the 
confidence of those who have money to spend. There has, 
therefore, n: ver been a time when so many patented inven- 
tions, backed by money, are presented to railroad officers, 
anc the opportunities offered to the latter of ‘‘ getting in on 
the ground floor” in such schemes must be very frequent 
and sometimes annoying. 

From Chicigo to New York the journey of the writer was 
taken at a bound, as it were, with the exception of a brief 
stop in Toledo, of which there was nothing specially interest- 
ing to report, so that these ‘ notes” will end here. 





SOCIETY OF CIVIL ENGINEERS. 
Annual Meeting. 


The twenty-eight annual adjourned meeting of the 
American Society of Civil Engineers was upened at the 
society’s rooms in East Twenty-ninth street, Nov. 17, 
Colonel William H. Payne occupied the chair and John 
Bogart acted as secretary. The annual report of the direc- 
tion showed a membership of 611. Since the last report 
General H. C. Wright, Chief Engineer ot the United States 
Army, John Ericsson, the inventor of the Monitor, Sir John 
Hawshaw, of England, Baron M. M. Von Weber, of 
Germany, M. Malézieux, of France, aid Justin Dirks, of 
Holland, have been made honorary members of the society. 

The Norman medal was awarded to Mr. Theodore Cooper 
for his paper on “ The Use of Steel for Bridges.” The library 
contains 8,738 books and pamphlets, 105 manuscripts, 2,114 
maps, plans, drawings, etc., and 230 models and specimens, 
The improved condition of the treasury will enable the 
board to print a library catalogue. An effort will be made 
to keep a complete record of members with a history of 
their careers as engineers. The financial affairs of the 
society are in excellent condition, as shown by the reports 
of the Treasurer and Finance Committee. Amendmenis to 
the constitution and by-laws were made, among them one 
changing the time of meeting from November to January, 
and providing that the fiscal year shall end with the calendar 
year hereafter, instead of the end of October as heretofore. 

At the close of the business meeting, the members of the 
society visited the engineer’s office of the East River Bridge 
in Franklin Square, where lunch was served, The plans and 
structure of the bridge were then examined under the guid- 
ance of Colonel Payne and Mr. Collingwood. After examin- 
ing the approaches and crossing the bridge the party divided, 
the greater number taking a steamer and going around the 
Battery to tne Pennsylvania Railroad terminus. The 
ae for dispatching trains here and at the depot of 
the New York, Lake Erie & Western Railroad and the 
Erie grain elevatur were examined, and the party then went 
to the Hudson River Tunnel shaft. 

At the evening session the following amendment to the 
peamnns was recommended to be submitted to a letter 

allov: 

** Article XIX. to read: Proposals for admission to the 
society, endorsed by five members as provided in preceding 
article, shall be submitted to the Board of Directiou at its 
vext meeting. If the applicant is recommended for election 
by the Board of Direction, letter ballots shall be issued and 
these ballots shall be canvassed by the Board of Direction 
es than twenty-five days after the date of mailing the 

allots. 

“An affirmative vote of four-fifths of all the votes cast 
shall be necessary for election. 

‘* In case of the non-election of any person balloted for, 
no notice shall be taken thereof in the society minutes,” 

Diagrams were then submitted showing the rain-fall and 
discharge of water of the Sudbury River, of Massachusetts. 
They were debated at considerable length. Another paper 
was then read on the sewerage system of the city of Mem- 
phis, which was also followed by an animated discussion. 

The arrangements tor Thursday, Nov. 18, were as follows: 

10 a. m.—A special train will leave on the up-town track 
of the Elevated Railroad at Ninth street and Third avenue, 
at 10a. m., sharp; proceed to and inspect shops at Ninety- 
ninth street and Third avenue. Leave shops at 10.50, arrive 
at terminus, One Hundred aud Twenty-ninth street and 
Third avenue, at 11; proceed on foot to terminus of Second 
avenue Elevated Railroad at One Hundred and Twenty- 
Seventh street and Second avenue, andleavethere at 11:45; 
pass over Second avenue railroad to the Battery ; leave 
tne Battery at 12; inspect arrangements tor dispatching 
trains at Rector street, and proceed via Sixth and E‘ghth 
avenue Elevated Railroads to One Hundred and Twenty- 
fiith street and Eighth avenue. 

1 p.m.—Visit and inspection of the apparatus of the Prall 
system for heating and cooking by hot wa er, at One Hun- 
dred and Twenty-fifth street and Eighth avenue. Lunch 
will be served at the same place, 

After Junch the members will visit either of the following 
points of interest, the parties for each to be conducted by 
resident members : 

Tne armory of the Seventh Regiment, 

The pumping station, reservoirs and aqueduct of the Cro- 
ton Water Department 

Some of the Uluminating gas works of the city. 

PR Kgyptian obelisk, its proposed site and the Central 

‘ark. 


The excursions may be joined at any of the points men- 
tioned above. The presentation of a member’s ticket will be 
required, which may be obtained from the Secretary of the 
Suciety. 

8p. m.—A reception will be given by the resident mem- 
bers at Pinard’s, No. 6 Esst Fifteenth street ; to be tollowed 
by a supper. Special tickets for this will be required, which 
may be Sutainel from the Secretary of the Society. 


Oeneral QMailroad Wlews. 
MEETINGS AND ANNOUNCEMENTS. 


Meetings. 
Meetings will be held as follows: 
Old Colony, annual meeting, at the Town Hall in Middle- 
boro, Mass., Nov. 28, at 10:30 a. m. 
Dividends, 
Dividends have been declared as ivilows : 
Hanover Junction, Hanover & Gettysburg, 2 per cent., 
payable Nov. 8. 




















Boston, Concord & Montreal, 3 per cent., semi-annual, on 
ree stock, payable Nov. 29. 

orthern (New Hampshire), 3 per cent., semi-annual, pay- 
able Dec. 1. This company imcreases from 214 to 3 per cent. 


Foreclosure Sales. 

The Utah Western road was sold in Salt Lake, Utah, Nov. 
8, under foreclosure of mortgage, and bought for 000 ° 
tor account of Theodore 8. Bassett, trustee for a number of 
the bond-holders, who will unite the form tion of a new 
company. The road was originally the Salt Lake City, 
Sevier Valley & Pioche, and was afterward reorganized 
under the present title. It is of 3 feet gauge, and is in opera- 
tion from Salt Lake to Terminus, near Stockton, Utah, 37 
miles. By the latest statement the bonded debt was $720,- 
000, on which no interest bas been paid since 1877. 

The Rochester, Nunda & Pennsylvania road was sold at Mt. 
Morris, N. Y , last week, under a decree of foreclosure at 
suit of Charles L. Bingham, trustee. The road was bought 
for $8,000 by the attorneys for the trustee. The road was 
sold once before, in 1877, under foreclosure, an1 a new com- 
pany then organized. The track is laid from Nunda, N. Y., 
to Rosse’s Crossing, 18 miles, but it has never been operated, 
though the rails were laid over five years ago. A protest 
against the legality of the sale was filed by some of the bond- 
holders, who say that they will contest it in the courts. 


A New Orleans Railroad Meeting. 


The New Orleans Picayune of Nov. 11 says: 

‘*New Orleans has been honored fora » a or two past 
with the presence of a number of the leading railroad mag- 
nates of the South. Aithough no call was made for their 
assemblage, yet, by some fortuitous circumstance, they 
happened to drcp in upon us at one time, and when this be- 
came known to all of them it was thought some convention 
gotten up impromptu would be the result. There had been 
quite a number of rumors afloat as to what would be the 
result of this general interchange of ideas, and it was reported 
we would have a change of schedule betweeen here and New 
York which would put the time down. Then it was said 
the Louisville & Nashville road was fortifying itself with 
connecting lines so as to be able to, in alarge measure, con- 
trol Eastern travel. There was considerable interest felt in 
the result of the talk, if one wasto be had. Nothing looking 
to a meeting, though, was developed until yesterday 
morning, about 11 o'clock, when the ice was 
broken and the gentlemen were invited around to the 
ollice of C, A. Whitney & Co., which was placed 
at their disposition, About 12 o'clock the follow- 
ing gentlemen met : Gen. E. P. Alexander, Vice-President of 
the Louisville & Nashville ; F. De Funiak, General Manager 
of the same road ; C. P. Atmore, General Passerger Agent of 
the same road ; Cen. Wm. MacRae, General Manager o! the 
Western & Atlantic; B. W. Wrenn, General Passenger 
Agent of the same road; Colonel L. P. Grant, General 
Manager of the Atlanta & West Puint ; James k. Ogden, 
General Passenger and Freight Agent of the East Tennessee, 
Virginia & Georgia, as well as the Memphis & 
Charleston; W. J. Houston, General Passenger Agent of the 
Atlanta & Charlotte ; General Adams, President of the 
Louisiana Western Raijroad; Mr. Zimmer, General Passen- 
ger Agent of same; Judge Crosbie, President of the Texas & 
New Orleans; W. H. Masters, General Passenger Agent of 
same, and Mr, C. A, Whitney. Aftera general conversation 
they settled down to business and discussed the question of a 
change of schedule on the lines east of the Mis- 
sissippi ; hereby time might he saved between 
Houston and New York, so that the time thither 
via New Orleans would be faster than that from Houston 
via St. Louis. After quite a prolonged consideration mat- 
ters were left just as they were before. It was then urged 
on the roads connecting New Orleans with Houston that 
there ought to be two daily trains, which would save some 
six or seven hours in the transmission of the mails thither 
ond vecure the time desired to beat the St. Louis route. No 
definite action was taken by the roads west of the river on 
this proposition, and a little after 8 o’clock the meeting ad- 
journed. A step has been taken in the right direction, and 
good can not but result from an interchange of ideas be- 
tween these gentlemen. 


Southern Association of General Passenger and 
Ticket Agents. 


A meeting was beld in Chattanooga, Tenn., Nov. 11, and 
lasted two days. The object was to revise rates to Texas, 
this being necessary on account of the opening of the new 
line from New Orleans, and also to fix the winter rates to 
Florida. A slight reduction was made on Texas rates, but no 
material modification. On Florida business it was decided 
to make a reduction of f10m 10 to 15 per cent, from northern 
and western points. It was also decided to make the limit 
of time on tourists’ tickets 15 duys, with stop-over privileges. 








ELECTIONS AND APPOINTMENTS. 





Baltimore d& Ohio.—At the annual meeting in Baltimore. 
Nov. 15, the following directors were unanimously re- 
elected by a vote of 63,210 shares ;: Galloway Cheston, John 
Spear Nicholas, John Gregg. William W. Taylor, Samuel 
Kirby, John King, Jr.,G. A Von Lingen, Decatur H. Miller, 
Joshua G. Harvey, William Donnell, Henry C, Smith, Wil- 
liam F. Burns. 


Chicago & Northwestern.—Mr, T. J. Nicholl has been ap- 
ointed Superintendent of the Chicago & Dakota and Da- 
Ente Central lines (from Tracy to Pierre), with office at Hu- 
ron, Dak. The appointment took effect Nov. 15. 


Credit Valley.—At the annual meeting in Toronto, Ont., 
recently, the following directors were chosen : G, Laidlaw, 
E. B. Osler, R. Hay, M. P., Wm. Arthurs, J. Gardner, J. L. 
Morrison, W. J. Baines, ?. D. Conger, John Burns. The 
board elected G, Laidlaw, President, and E. B, Osler, Vice- 
President. 


Denver & Rio Grande.—The following circular is dated 
Nov. 5: “R. F. Weitbrec having resigned as Purchasing 
Agent of this company, A. B, Garner has been appointed as 
his successor, with office at Colorado Springs, Col., appoint- 
ment taking effect this date.” 

Mr. Loring 8. Richarson has been appointed Auditor, 
with office at Colorado Springs. Mr. Richardson has been 
for several years on the Ogdensburg & Lake Champlain 
road. 


Des Moines Northwestern.—At the recent annual meeting 
of this company (late the D-s Moines, Adel & Western) the 
following directors were chosen: J. 8. Clarkson, F, M. Hub- 
bel, J. 8S. Polk, John 8. Runnels, Des Moines, fa. ; f. J. Cald- 
well, Ade!, Ia. The board re-elected J. 8. Polk, President; 
J. 8. Clarkson, Vice-President; John 8S. Runnels, S-cretary; 
F. M. Hubbell, Treasurer; C. N. Gilmore, Superintendent; 
G. W. Ogilvie, General Freight and Ticket Agent. 


Des Moines, Waterloo d& Milwaukee.—The officers of this 





new company are: President, Dr. George Glick, Marshall- 
town, Ia.; Vice-President, L. Alford, Waterloo, la Secre 


| tary, W. W. Miller, Waterloo, Ia.; Treasurer, J. M. Parker 
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Marshalltown, Ia.; Executive Committee, J. 5S. Clarkson, 
M. Parratt, A. TV. Birebard. 


Hannibal & St. Joseph.—The new board has re-elected 
Wm. Dowd, President; Myron P. Bush, Vice-President; 
John A. Hilton, Secretary; Walter J. Hilton, Treasurer. 


Indiata d& Eastern.—The directors of this new company 
are: F. A. W. Davis, G. L. Dickinson, H. C. Diebl F. W. 
Dunn, C. W. Fairbanks, C. E. Henderson, B. S. pooning, 
Wm. H. Morrison, Indianapolis, Ind.; J. D. Campbell, 
Davenport, la. The organization is in the interest of the In- 
diana, Bloomington & Western Company. 


Indianapolis & State Line.—The directors of this new 
company are: F. A, W. Davis, G. L. Dickinson, H. C. Diebl, 
F. W. Dunn, C. W. Fairbanks, C. E. Henderson, B. 8, Hen- 
ning, Wm. H. Morrison, Indianapolis, Ind.; J. D. Camp- 
bell, Davenport, Ila. The organization is in the interest of 
the Indiana, Bloomington & Western Company. 


Lake Shore & Michigan Southern.—Mr. T. J. Charles- 
worth, late of the Lansing Division, has been appointed 
Superintendent of the Detroit Division, in place of P. 8. 
Blodgett, transferred. Mr. Blodgett has been appointed 
Loca! Freight Agent at Chicago, 


Lehigh Valley.—Mr. Robert P. Field has been appointed 
Assistant Purchasing Agent, with office in Philadelphia. 


Manhattan.—The new board has elected Wm. R. Garrison, 
President; . M. Gallaway, Vice-President; F. E. Worcester, 
Secretary; John E. Body, Treasurer; Frank K, Hain, Gene- 
ral Manager. Mr. Garrison succeeds Mr. Robert Harris, and 
Mr. Gallaway Mr. Nathan Guilford; the others are re- 
elected. ‘ 

Memphis & Charleston.—At the annual meeting in Hunts- 
ville, Ala., Nov. 16, the following directors were chosen : E. 
Norton, George P. Beirne, E. W. Cole, F. H. Cossitt, w.w. 
Garth, L. Hanoar, Napoleon Hill, C. M. McGhee, J. C. Neely, 
J. D. Rather, R. J. Wilson, Joseph Wheeler and Addison 
White. The board re-elected E. W. Cole, President; C. M. 
McGhee, Vice-President; 8, R. Cruse, Secretary and Treas- 
urer. 


Minneapolis & St. Cloud.—At the annual meeting in Min- 
neapolis, Nov. 4, the following directors were chosen: H. T. 
Welles, Isaac Atwater, H, C. Burbank, J, H. Conkey, Chas. 
A. Gilman, H. O. Cowles, L, W. Collins, J. A. Wilson, 8. 
Mills, R. J. Mendenhall, J. P. Wilson, R, 8. Underhill. 


North Pennsylvania,—Mr. John 8, Wise, Secretary of the 
company, has been chosen Treasurer also, in place of Wm. 
Wister, resigned. 


Ohio Central. —This company has accepted its completed 
road from the contractors, and now operates the entire line 
with the following officers: President, Dan. P. Eels, Cleve- 
land, O.; Vice-President, Samuel ''homas ; Secretary and 
Treasurer, B. G. Mitchell, New York ; Assistant Secretar 
and Treasurer, H. P. Eels, Cleveland, O.; General Counsel, 
Calvin 8S. Brice, Lima, O:; General aa, G. G. Hadley ; 
Superintendent, W. H. Vandergrift ; Auditor and Cashier, 
W. H. Andrews; General Freight and Ticket Agent, Hud- 
son Fitch ; Master Mechanic, J. B. Morgan ; Paymaster, 8. 
A. Trowbridge ; Car Accountant, J. Burwell. The offices 
are in Columbus, O., except as otherwise specified above. 


Port Rowan & Lake Shore.—This new Canadian company 
has elected Wm. Collier, President, and John E. Sterns, 
Vice-President, 


Richmond & Allegheny.—Mr. 8. L. Southard has been 
appointed Superintendent of the Allegheny Division, with 
oftice at Williamson, Virginia. 


Rio Grande Extension.—The following circular is dated 
Nov. 5: 

“kh. F. Weitbrec having resigne’ as Purchasing Agent of 
this company, A. B. Garner has been appointed as his suc- 
cessor, with office at Colorado Springs, l., appointment 
taking effect this date.” 


St. Paul, Minneapolis & Manitoba,—Mr. J. R. Reniff has 
been appointed General Foreman of the car shops of the 
Eastern and Northern divisions. He will have charge of all 
details appertaining to the Car Department. Mr. Reniff 
was formerly on the Chicago & Alton, of which road his 
father was Master Car-Builder. 

Mr. Charles E. Furness has been appointed Land Commis- 
sioner. He was atone time Land Commissioner of the St. 
zm & Duluth, but for some years past bas lived in Phila- 
delphia. 


Utica & Black River.—At the annual meeting in Utica, 
N. Y., Nov. 10, the foliowing directors were chosen; Robert 
L, Kennedy, John Thorn, A e J. Williams, Isaac May- 
nard, Lewis Lawrence, Wm. J. Bacon, Edmund A. Graham, 


Theodore S. Sayre, Abram G, Brower, Daniel B. Goodwin, 


Russel Wheeler, John F, ~~ 7 ¥red 8. Easton; Inspec- 
tors of Election, Benjamin F. Ray, Charles P. Leonard, 
Charles H., Sayre. ‘ 

Wagner Sleeping Car Co,—Capt. N. M. Wheeler has been 
appointed Superintendent of Repairs and Construction. He 
has been for several years in charge of sleeping cars of the 
Chicago, Rock Island & Pacific road. : 


PERSONAL. 

—Col. John PD. Rather, formerly President and still a 
director of the Memphis & Charleston Company, has been 
chosen President of the Alabama Senate. 

-Mr. Samuel Nott, an engineer, and formerly Superin- 
tendent of the Hartford, Providence & Fishkill road, has 


been chosen Superintendent of the Hartford (Conn.) city 
water-works. 


~-Mr. James W. White, whodied in Savannah, Ga., last 
week, was formerly for several years Master of Transporta- 
tion of the Central Railroad of Georgia. For some years he 
had been connected with the Ocean Steamship Company. 

—Mr. Loring 8. Richardson has resigned his office as Gen- 
eral Passenger and Ticket Agent of the Ogdensburg & Lake 
Champlain road to ie the position of Auditor of the 
Denver & Rio Grande, r. Richardson’s resignation was 
very reluctantly accepted by the company of which he was 
a valued and efficient officer. 

~-Sir Thomas Bouch, a ) ag ee nglish engineer, died 
at Moffatt, England, Oct. 30. He had been engaged in rail- 
road work for many years, and had built a large number of 
English lines. His name has been unfortunately prominent 
of late from the fact that he was the engineer of the Tay 
Bridge, and it is said that the mental strain caused by the 
disastrous failure of that structure hastened his death. 





TRAFFIC AND EARNINGS. 


Rates to the Black Hills, 
The Chicago & Northwestern opened its Dakota, litte to 
the Missouri River at Pierre, opposite Fort Pierre, '780 miles 
Deatlwood, 


from Chicago anid within 170 of jest Monday, 


ov. 15. In conection with its trains the 


Express, Stage and Transportation Co. runs a daily line of 
stages and a freight line to the Black Hills. Through rates 
from Chicago on freight not_higher than first-class are, per 
100 Ibs. : To Rapid City, $4.75; Fort Meade and Sturgis City, 
$4.85: Deadwood, $5; Central City and Lead City, $5.15. 

The vast difference between rail and wagon freights be- 
comes evident from this: though there is but 170 miles of 
wagoning by this route, the rate is promeny nearly three 
times as great as it would be by anall-rail line. Fort Pierre 
is much the nearest station to the Black Hills; the Union 
Pacific is more than 200 miles south and the Northern Pacific 
about the same distance north, while Fort Pierre is 170 miles 
west, 

Railroad Earnings. 
Earnings for various periods have been reported as follows: 
Ten months ending Oct. 31: 


1880, 1879. Inc, or Dec. P.c. 
Ala, Great South 
GFR...... hats $521,097 $341,044 I. $180053 52.8 
Atchison, Top. & 
rr 6,754,000 5,097,447 Ll. 1,656,553 32.4 
Ches, & Ohio 2,200,617 1,607,815 L 592,802 36.9 
Denver, So. P’k & 
DT saeuGsss cee ¢ 1,603,066 627 604 I. 975,062 155.2 
Ind., Bloom. & 
Western........... 1,021,451 962,410 I, 59,041 6.1 
Lake Erie & West- 
| ES Ee 1,106,293 552,572 1. 553,721 100.1 
More, Hough, & 
ee ey 747,364 509,386 I, 237,978 46.8 
Mobile & Ohio... 1,730,655 1,501,554 I. 229,101 15.3 
Nash., Chatia 
St. yuis. . 1,691,304 1,440,979 I. 250,415 17.4 
8t. L.A. & T. H., 
Bellville Line.... 531,530 448,310 L 83,220 18.6 


Nine months ending Sept. 30: 





At.. Miss. & Ohio.. $1,437,492 $1,166,007 I. $271,485 
Net earnings. . 627,266 463,945 I. 163,321 
Bur., Cedar Rap. & 
RB --» 1,465,742 1,039,436 I 426,306 
Net earnings.... 529,965 342.230 L 187,735 
Chi., Bur. & Quincy 12,905,057 10,302,937 1. 2,601,120 
Net earnings.... 6,720,004 4,869,194 I. 1,850,900 


Des Moines & Ft. 


Dodge...... 223,726 159,377 I 64,349 40.5 
Net earnings 100,434 64,662 I 35,772 5.0 
Hannibal & St.Jo. 1,832,304 1,311,212 I 521,182 39.8 
Net earnings.... 857,182 393,599 I. 463,583 117.8 
Louisville & Nash. 6,571,856 4,018,964 I. 2,452,872 61.0 
Net earnings.... 2,676,625 1,604,920 I 1,071,705 66.8 
Mo., Kan. & Texas. 3,025,770 2,188,568 I 837,202 38.2 
1,294,058 699,323 I 594,735 85.0 


Net one. : 
St. L., Iron Mt. & 
Aer ar 4,288,229 
Net earnings. . 1,389,049 
Month 4 September : 


3,255,652 I. 1,032,577 3 
1,104,612 I. 284,437 25. 


At.. Mis. & lowa. $209.446 $177,342 I. $32,104 18.1 
Central Ohio sua 88,551 82,034 I. 6,517 7.9 

Net earnings. . 25,946 36,880 D. 10,934 29.6 
Chicago, Burling 


ton & Quincy.... 
Month of October : 


1,579,465 1,484,316 I. 95,149 6.4 


Ala. Gt. Southern $67,563 $46,046 I. $21,517 46.8 
Atchison, Topeka 

&8t. F... ~ 913,000 764,000 I, 14¥,000 19.5 
Ches. & Ohio 211,820 183,426 I, 28,404 15.6 
Chicago & Grand 

Trunk..... & 139,826 63,825 I. 76,001 119.1 
Denver, So. P’k & P. 108,190 132,185 D. 23.005 18.2 
GOOTBIB. .. .ccoccece 158,407 123,807 I. 34,600 27.9 

Net earnings. . 52,924 47,298 I 5,626 11.9 
Ind., Bloom. & 

are ios 120,955 120,785 I. 170 0.1 
Lake Erie & West- 

SS Sdn wae enke 170,925 68,036 L 102,889 151.4 
Marg., Hough. & 

Ont... Paste 91,000 60,000 I. 31,000 = 51.7 
Mobile & Ohio.... 263,131 267,084 D. 8,953 1.5 
Nash.. Chatta. & 

STE: o 5% Ween oes 178,296 169,958 I 8,338 4.9 

Net earnings.... eS a eee it 
St. L., A.& T.H., 

Belleville Line. . 68,550 63,786 1. 4,764 7.4 


First Week in November : 


Chi. & Eastern Til. $33,641 $23,066 I. $10,575 46.0 
St. L., Iron Mt. & 
Dt neue ae nba 6a 178,780 172,196 I. 6,584 3.9 
Second Week in November: 
Denver & Rio 
Grande, ......... $95,397 $31,315 I. $64,082 204.7 
Northern Pacific, 
Eastern Div...... 60,890 46,665 I, 14,225 30.5 
Week ending Nov. 5: 
Great Western .... $115,200 $102,009 I $13,191 12.9 
Week ending Nov. 6: 
Grand Trunk...... $226,991 $219,262 I $7,729 3.5 


Grain Movement. 

For the week ending Nov. 6, receipts and shipments of 

in of all kinds at the eight reporting Northwestern mar- 

ets and receipts at the sevén Atlantic ports have been, in 
bushels, for the past eight years : 

-Northwestern Shanes 





Northwestern . Cc, Atlantic 
Year. receipts, Total. By rail. byrail. Receipts. 
1873. .. 2,839,055 2,920,766 605,387 21.3 3,487,982 
1874 ...... 2,826,443 2,528,468 799,288 31.6 1,797,450 
1875 . 8,868,681 3,869,314 1,362,611 85.2 3,191,155 
1876.... .. 3,144,650 2,822,151 1,339,994 35.1 2,798,984 
ae 4,149,693 2,859,428 470,422 16.4 4,880,768 
Ds «ose 4,668,619 3,503,917 760,479 21.7 4,527,683 
1879.... .. 5,110,058 4,668,181 1,255,164 26.9 6,195,595 
ED: 0 c9: xe 6,889,584 5,752,475 1,971,215 32.5 7,278,857 


In every particular the movement is larger this year than 
in the corresponding week of any previous year. but as 
usual at this time of year there is a falling off from the 
movement of previous weeks. The receipts of the North- 
western markets are an eighth less than the week before, 
the smallest for eight weeks, and with two exceptions the 
smallest for 16 weeks. The shipments of these markets are 
a million bushels less than the week before. The receipts of 
the Atlantic ports are a fifth less than those of the week 
before, but they are much above the average from August 
till the middle of October. 

Of the Northwestern receipts Chicago had 46.4 per cent., 
St. Louis 15.6, Toledo 14.7, Milwaukee 8.2, Peoria 5.4, De- 
troit 5.1, Cleveland, 2.5, and Duluth 2.1 per cent. Chicago 
has a larger proportion of the wheat than usual, namely, 33 
per cent., against 20 at Toledo, 16 at St. Louis, 1214 at Mil- 
waukee and 11 at Detroit. Milwaukee's share is also larger 
than usual this year, and this may be caused by a movement 
of spring wheat, which has been very light hitherto this 
year. 

Of the Atlantic receipts New York had 49.3 per cent., 
Baltimore 16.8, Philadelphia 13.9, Boston 8.1, Montreal 7.1, 
New Orleans 3.5, and Portland 1.8 per cent. There is a 
great decrease at New York compared with the previous 
week, but there are also Pathe ame ones at Philadelphia 
and Baltimore, while there are gains at Boston and Montreal 
and especially at Portland, which has more than its average 
winter receipts, though compared with those of any other 
port they are trifling. 


A Reading Oil Contract. 


A dispatch from Bradford, Pa., Nov. 15, says: ‘It is re- 
ported the Philadelphia & Reading Railroad has made a 
contract with the Standard Oil Company for the transpor- 
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tation of the Jatter’s oil. By the terms of this contract the 
Standard will build its pipe-line only from Bradford to Mil- 
ton, instead of to the seaboard, as contemplated, and oil will 
be conveyed from that place to the Standard’s large refineries 
at Communipaw by rail. It is understood the Reading Com- 
pany will receive such low rates for compensation as to leave 
avery small margin of profit, if any. It is thought here 
that this will hurt the Tidewater Pipe Company seriously.” 


Coal Movement. 
Coal tonnages for the week ending Nov. 6 were: 





1889. 1879. Inc. or Dec. P.c 
Anthracite... ....... ....-604,833 537,654 D, 32,801 6.1 
Semi-bituminous............ 86,347 104,654 D. 18,307 17.5 
Bituminous, Penna......... 46,133 34,175 I. 11,958 35.0 
Coke, Pennsylvania ........ 32,668 19,436 I, 13,232 68.2 


The total coal tonnage of the Baltimore & Ohio Railroad 
for the year ending Sept. 30, 1880, was 4,335,356 tons, an 
increase of 1,010,439 tons, or 23 per cent. over the previous 
year. The tonnage of the Main Stem was 2,255,146 tons, 
of which 1,641,559 tons were carried to Baltimore, 190,331 
tons delivered at local points, and 423,256 tons were for 
company’s use. The aa and coke tonnage of the Pittsburgh 
Division was 1,821,256 tons, and of the Trans-Ohio lines 
312,454 tons. 

The ofticial accountant’s statement of anthracite tonnage 
for October and the ten months, differing somewhat in form 
from the weekly statements, is as follows : 

———October. - ——-Ten months.-——, 
1 





1880. 1879. 1880, 879. 

Phila. & Reading.... 614,852 737,941 4,879,286 6,219,900 
Lehigh Valley....... 442,022 464,374 3,559,433 3,615,170 
Central of New Jer- 

il <+s chechobens dens 361,462 398,422 2,839,145 3,175,249 
Delaware, Lacka- 

wanna & Western.. 346,653 407,013 2,877,054 3,161,264 
Del. & Hudson Canal 

Co oedavasos secge. Wee 279,392 2,151,384 2,471 ,924 
Pennsylvania R. R. 

ORs. bi nad ses Bee peee 221,929 173,561 1,530,013 1,417,977 


oe 
Pennsylvania Coal 
Co. 


so. hewnneee 116,480 137,115 904,852 1,222,189 


N. Y., Lake Erie & 
a a 39,362 43,929 324,550 398,942 
Total ...2,378,807 2,641,747 19,065,717 21,682,615 
Decrease for the month, 262,940 tons, or 10 per cent. ; for 
the ten months, 2,616,898 tons, or 12.1 per cent. ‘Che Penn- 
sylvania Railroad Company is the only one showing an in- 
crease both for the month and the ten months. 
A steady demand for anthracite is reported, with prices 


firm, but no present prospect of an increase. 


Southwestern Association Rates. 
The tariffs of Nov. 8 in both directions are, in cents: 


West-bound ; - - —From—- —-——— 
Miss. Riv. 
points. Peoria. Chicago. Toledo. 
Class1, per 100 lbs... ... 65 75 85 102 
a - ONT 60 70 84 
Pe 7 wel let Sonica eh 35 40 45 56 
4 te baie ay 30 30 39 
“ special “* ae) aeay - 20 25 25 34 
Coke, “ ite: i febe; ait 22% 25 Bd 
Class A 5 = ohiacet can 32% 37% 50 
aie = ee Saerane ee 27% 30 40 
ae * M Suteseda’ Oe 174 20 30 
Lime and cooperage... : mts 25 30 
TP Tr ere ... 13% 17* 21% 2634 
Salt, cement and plaster, 
oS Serre «. 30 50 65 65 
Coal oil, per bbl....  ...... 55 70 111) 145 
Rails and pig iron, per 2,240 
_ ae Sbepesawensh Gono 350 400 600 


“ * From Mississippi River points north of Keokuk. 


East-bound : es 


Miss. Riv. 


points. Chicago. Milwaukee. Toledo. 
Class 1, per 100 lbs......... 60 75 9 : Kanai 
<a ie... Be ee ee la ee aR a er 
y oe Mas 30 — “Salae Tease 
ae Y 20 27 29% eT 
ee TOE OT 19 27 291% 39% 
6 20 27 2064 38 
7 rif edhuhleass 20 2614 20 36% 
= OPE 15 20 22% 27% 
<n "e ” Fis Cie sae, ee 25 ee ean 
| M. igi eds 20 24% 28 34 
 2o el ge Pe es 20 264 20 36 
Wheat... peu esa eaese 20 25 27% é st 
DOODOP BION: 6 oo icce cee cian se 15 20 22% 27% 
Fresh meat (in refrigerato 
BORE er Eee .. 35 49 51% 70% 
Ore and base bullion*...... 17 22% 31 
Hogs. per car-load.... ....$40 ey... 4p me eae 
Other live stock, per car- 
eee ree: . BS $67% 
Sheep, in single-deck car, 
OO ER ae $45 


* Value not more than $100 ton. 

New England Railroad Returns. 

The following figures are from returns made to the Rail- 
road Conimissioners of Massachusetts and Connecticut for 
the year ending Sept. 30, 1880: 

Net 
Expenses. earnings. 
$1,511,018 $994,734 


Earnings. 


Boston & Maine 2,505,752 


Boston, Winthrop & Pt. Shirley. 6.305 4,710 1,595 
OR ee 602,750 438,152 164,598 
Connecticut River......... 731,441 499.320 232,121 
SEVER OOR TIONED cas ccccscccccccee 4,592 4,096 406 
Martha’s Vineyard...... Te 5,844 4,054 1,790 
Nantasket Beach................ 7,741 6,639 1,102 
New London Northern........... 591,346 451,618 159,728 
New York & New England. 2.324.941 1,607,800 717,141 
Providenve & Worcester..... . 1,069,644 731,989 337,655 


Almost without exception these reports show a large in- 
crease in earnings, and also in expenses. 

A Heavy Trafiic. 

The New York Herald says : 

‘But few par probably have any idea how many 
persons make daily trips between New York and Brooklyn 
and New York and Williamsburg, and how largely the ferry 
accommodations, extensive as they are, are patronized, 
Without counting the ferries that run between Roosevelt, 
Grand and Houston streets and Williamsburg, the five ferries 
that are held by the Union Ferry Company carry an average 
of 45,000,000 persons vearly. These ferries are known as 
Fulton, South, Hamilton, Wall street, and Catharine street 
ferries. The following figures procured from the office of 
the company give an idea of the number of passengers that 
crowd the ferry-boats in one day, and are a record of a day’s 
traffic in fair weather : Fulton, 67,000 persons; Wall street, 
14,000 ; South, 18,000: Hamilton, 30,000; Catharine, 
20,000. The greatest rush for the ferries is in the morning 
and evening—in the morning when Brooklyn, so to speak, 
empties herself into New York, and in the evening, when the 
host of business men hurry home after their day’s work.” 

The Fulton Ferry crossing is about half a mile long, and 
the number of boats engaged when busiest is, we believe. 
four, and the time occupied in making the crossing is about 
five minutes. The number of passengers given as a fair day’s 
work for this ferry is more than the average carried on the 
Metropolitan Elevated Railway with 50 locomotives and 


Ferry 
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180 cars; but the average trip on the railroad is probably 
as much as three miles. More than on the railroad even the 
traffic of the ferry is concentrated in a few hours of the even- 
ing and morning, and then it is nearly all in one direction. 
It it were equally active twelve hours a day probably it 
would carry 120,000 daily, and if the current were equally 
heavy in buth directions a further enormous addition would 
be possible. In view of some of the proposed locations of 
the New York International Exhibition, the capacity of 
ferry and boats to deliver passengers at or near the grounds 
becomes interesting. With boats enough there would be 
scarcely any limit to number of passengers that could be 
carried ; but with a trip six to ten miles long a good many 
boats would be required, and a large stock of ferry boats 
proper, which alone can be loaded and discharged with the 
rapidity desirable, would be less likely to be provided than 
an extra stock of cars. The latter would be available all 
over the country after the exhibition; but very few ferry 
boats could be sold. 


Chicage Roads and Eastern Classifications. 

The general freight agents of the Chicago & Northwest- 
ern, Chicago, Milwaukee & St. Paul, Illinois Central, and 
Chicago, Burlington & Quincy railroads have just issued 
the following joint notice to Eastern lines: ‘* From and after 
Novy. 14, 1880, we will not accept Middle and Western States 
classification to any point on or reached via our respective 
lines, and all arbitrary rates from Chicago, heretofore given 
on business coming from Pittsburgh and common points, 
subject to ‘ Pittsburgh’ or ‘ Middle and Western States clas- 
sification,’ will be withdrawn upon that date.” 


Export Cotton from Texas. 


The Standing Committee of the Joint Executive Com- 
mittee bas passed the following resolution in regard to re- 
duction of rates on export cotton from Texas: 

‘* Resolved, That rates on cotton, as fixed by the Cotton 
Committee, should be maintained from St. Louis, and that, 
in order to meet the competition that may exist via New 
Orleans on Texas cotton, that the St. Louis, Iron Mountain 
& Southern and the Missouri, Kansas & Texas railways be 
allowed to make such rates as may be necessary from Den- 
ison and Texarcana, which rates shall be pro-rated through 
to the seaboard from those points.” 


The Chicago Railroad War. 


At the meeting in Chicago, Monday of last week, the Wa- 
bash was represented by its Secretary, Mr. How, General 
Manager Gault being ill. He was instructed to agree to 
nothing unless what the Wabash claimed to be the agree- 
ment entered into at the New York meeting should be al- 
lowed, that is, the giving it of one-third of the passenger 
business between Chicago and St. Louis. No other road 
except the Missouri Pacific insisting that this was 
the agreement, very little could be done. The Burlington 
Company proposed at Tuesday’s meeting that no notice be 
taken of a Wabash cut of $1 on tickets out of Chicago pend- 
ing a settlement, but the other companies would not agree 
to this. The Wabash announced that it would make such a 
cut. Tuesday afternoon the Chicago & Alton made the fol- 


lowing rates from Chicago to points reached hy the 
Wabash : 
Miles. Rate. Miles, Rate 
Hannibal.... . 800 $2.00 McDowell......... -— $1.15 
uincy . 820 2.00  Fairbury.......... 100 1,30 
Keokuk 360 3.00 Strawn........ ... 100 1.65 
Decatur, Tl cian ae 2.40 El Paso............ 117 1.70 
Gaylorville, Ill.... 211 1.85 | Burekem............ 131 2,30 
Litehfield, 1 290 9.00 | POOH. 50th aes’ 154 1.50 
Peoria and return. 308 2.50 


These places are not on the Chicago & Alton, but are 
reached by short railroad connections from junctions with 
its lines, and the fares represent generally the rates on these 
connections, or very little more. The St. Louis rate was 
made $1 that day by all the routes. The Alton evidently 
expected to injure the Wabash most by making nominal 
rates from Kansas City and St. Louis to points on the Wa- 
bash in Indiana and Obio, and its connections furthe: east, 
where that road’s business is well established. The rates 
male may be seen from the following card, which was 
displayed in front of the Chicago & Alton ticket office in 
Kansas City : 

“Dear Wabash! Now is your golden opportunity to 
prove to the public that you are not a faithless corporation. 
We make our rates public in order that you may not be at any 
disadvantage : St. Louis, $1 ; Toledo, $1.85 ; Indianapolis, 
$2.45; Lafayette, $1 ; Logansport, $2.30; Fort Wayne, 
$2.80: Fremont, $1; Muncie, $1; Danville, $1.75; Lima, 
$1; Cleveland, $3.45 ; Dayton, $3.15; Detroit, $3.65 ; Co- 
lumbus, $4.20; Mentor, $4.20; Buffalo, $8.45 ; Wheeling, 
$8.15; Pittsburg, $8.80; Washington and Baltimore, $14 ; 
Philadelphia, $15.75 ; New York, $17.25. It is a very sim- 
ple matter for you to note the above rates and make yours 
$1 less. One from one leaves nothing, you know, and so on. 
Promising to notify you promptly of any change in the 
above, we remain your friends, The Chicago & Alton.” 

The Wabash had not announced that it would make all its 
rates a dollar less than by other roads, but only its Chicago 
rate, 

The telegram which we published last week announcing a 
rate of $4.25 from St. Louis to New York, and correspond- 
ingly low to other points east of Toledo, as fixed by the joint 
action of all roads to the East, except the Chicago & Alton, 
was a mistake of the Associated Press. The figures given as 
the rates were only the reductions from the regular rates. 
They were generally the differences between the Chicago and 
the St. Louis rates, it being assumed that with the rate to 
Chicago only a dollar, St. Louis passengers would go to 
Chicago and get through tickets there ; but even this reduc- 
tion was restored within a day or so. No reduction has been 
made openly at any time to meet the rates made by the 
Chicago & Alton and the Lake Erie & Western to the East. 

Wednesday the Chicago-St. Louis rate remained $1 by all 
the lines. To Kunsas City the Wabash and the Chicago & 
Alton sold tickets for $3, the Rock Island for $7, while the 
Burlington maintained rates. The Wabash sold tickets from 
Chicago to local points on the Alton at nominal rates—$1 to 
Pontiac, Chenoa, Bloomington, Lincoln, and Springfield 
$1.65 to Jacksonville, and $2 to Moberly, Mexico and 
Glasgow (in Missouri). All these answer to the cuts to local 
points on the Wabash announced by the Alton Tuesday. 

Thursday began the selling of thorough tickets from 
Toledo and other points on the Wabash to St. Louis und 
Kansas City and other western points by the Lake Erie & 
Western, and the Cnicago & Alton, corresponding to the 
tickets eastward sold before, but not at so low rates, 
being from Toledo to St. Louis, $6: St. Louis 
and return, $11.50; to Kansas City, $11; Kansas 
City and return, $16; to Springfield, Jacksonville and 
Peoria, $6 ; from LaFayette the rates to these places were 
made generally three to four dollars less. Thursday, also, 
both the Chicago and Alton and the Wabash began selling 
tickets from Chicago to Council Bluffs at cut rates, going as 
low as $6, the regular rate being $15.30, The roads in the 
lowa pool took no notice of this. To Kansas City rates 
were $4 by the Wabash, $5 by the Alton, and $7 by the 
other two roads. Friday, matters remained about the same. 

Saturday, the Chicago & Alton opened with a $2 rate to St. 
Louis, but afterward advanced to $3. The Wabash made 


round-trip rates at $3.50 good for two days, $4.50 for four 
days, and $5 for five days. At St. Louis the rate was $1 to 
Chicago, $1 to Kansas City, and the Vandalia Line scld 
tickets to Chicago and return for $3.50. Saturday, tickets 
to Omaha were sold by the Lake Erie & Western at $13 
from Cleveland, $11 from Toledo, Fremont, Lima, Fostoria 
and Muncie, $9.50 from Kokomo, and $9 from LaFayette. 
Water Rates. 

Thursday lake rates were the same as Wednesday, 614 for 

corn and 7 for wheat. Canal rates fell a cent on wheat, to 


8 cents, and half a cent on corn, to 744. Ocean rates were 
about ‘4d. lower at 7. 


Td. 
Saturday, Lake (No tel.) 64; Canal, 8, 744; Ocean, 
down to 6)¢ 


Monday, Lake (No tel.); Canal, 8-714; Ocean, 714 to 734. 
Tuesday, Lake, 6, 614; Canal, 8-714, Ocean, 734-8. 
Closing the New York Canals. 

The Buffalo Commercial Advertiser of Nov. 16 says, after 
speaking of the present condition of the Erie Canal : 
_ “In view of these facts we have reason to believe that the 
Superintendent of Public Works contemplates an early clos- 
ing of the canals. It is probable that they will be officially 
closed—if not sooner by ice—on Thursday, Dec. 2. How 
this date compares with that of preceding seasons may be 
judged from the following statement showing the date of 
closing for a series of years : 


1850........ Dec. 11 | 1861........Dec. 16 | 1871........ Dec. 1 

Deleee nes Dec. 11 | 1862........Dec. 7 | 1872........ Dec. 1 
| ae Dec. 16 | 186%,....... Dec. 18 | 1873........ *Nov, O 
1853........ Dec. 20 | 1864........ Dec. 8 | 1874 .. Dee, 25 
1854........ Dec. 3 1865........ Dec. 12. 1875........ *Nov, 27 
= Dec. 10 | 1866........ Dec. 12 1876........ Dec. 5 
1856........ Dec, 4 1867. Dec. 10 1877........ Dec. 7 
| eee Dec. 15 | 1868........ Dec. 7 | 1878....... Dec, 7 
Re Dec. 8 | 1869........ Dec. 10 1879 Dec, 6 
1859........ Dec. 12'| 1870........ Dec. 10 1880 Dec. — 
1860........ Dec, 12 | 


* Closed by ice. 
‘* As we have already stated there 1s a heavy amount of 
ne at this port now, and there is a large fleet of canal- 
ts here also. This anomalous condition of affairs is due 
to a difference of opinion betwee carriers and shippers as to 
what the rate of freight should be. From what we have 
shown above it is evident that if owners want to get their 
grain through the canal this vear the quicker they ship it 
the better.” 


Advance in East-Bound Rates. 

The following is the circular of the Joint Executive Com- 
mittee announcing the advance in eighth-class (chiefly grain 
and flour) rates, and in the seventh-class rates other than 
hog products, which latter were advanced Nov. 1 

In accordance with a resolution of the Standing Com- 
mittee of the Joint Executive Committee, a proposal was 
submitted to the Joint Executive Committee, on the LOth 
inst., that rates should be advanced five cents per 100 Ibs, 
on eighth class, and on all articles of seventh class not in- 
cluded in the advance made Nov. 1. 

Forty roads, members of the Committee, have voted in 
favor of the advance, one ot the number suggesting that the 
advance be postponed until Dec, 1 

Two roads have not yet voted. 

It is therefore announced, that the following rates will 
take effect Nov. 22, 1880, which include the rates estab- 
lished Nov. 1. 

From Chicago to New York: 

Live 
stock 
Live gross Dr'ed 


Classes, 1 28 4 5 6 7 8 19 11 Hogs. rate. beef, 
Rates in cts. } ,, 20 @n = P on an ab - 
per 100 Ibs. { 120 90 70 69 50 454035 35 45 40 65 8S 


with agreed differences to Boston, Philadelphia and Balti- 
more. 

Rates from other points will be governed by the percent- 
age table adopted March 24 and 25, 1880, with the amend- 
ments thereto, noted on pages 101 and 120 of the published 
proceedings. 

The agreement with regard to fractional parts of rates 
has not heretofore been observed by all members of the com- 
mittee. The following rule of the percentage table, adopted 
March 24 and 25, 1880, must be strictly observed from all 
points: 

In computing rates, when the fraction is less than if, of 
one cent, omit it; when more than ,?;), and less than ,jj}, as- 
sume it to be one-half cent, and when more than 7%, assume 
it to be one cent. 

To avoid misunderstanding, attention is called to the ac- 
tion of the Joint Executive Committee fixing the rate on 
live hogs, live stock, and dressed beef to Boston and Boston 
points, both for domestic use, and for export, the same as the 
rate to New York. — } 

Rates from Cleveland on all classes, including tenth class 
(except !umber), will be based on 7J per cent. of the Chi- 
—— 

tes from Cleveland on lumber will be based on 65 per 
cent. ot the Chicago rate until April 1, 1881. 

To correct a slight misunderstanding that has arisen 
please take notice, that all live stock should be billed from 
all points, at the gross rates, upon the Chicago basis, except 
where otherwise agreed. 


THE SCRAP HEAP. 


Government Contracts. 

Sealed proposals will be received by Lieutenant-Colonel N, 
Michler, United States Engineers, at the Army Building, 
New York, until Nov. 30, for dredging the channel between 
Staten Island and New Jersey. 

Major Wm. P. Craigbill, United States Engineers, will 
receive at his office, No. 70 Saratoga street, Baltimore, 
until Nov. 30, for dredging in Treadhaven Creek and 
Secretary Creek in Maryland, and in Broad Creek, Del- 
aware. 


The Journey between Philadelphia and New York 
a Century ago and To-day. 


This week two additional fast morning trains have been 
added to the Pennsylvania Railroad Company’s passenger 
service between Philadelphia and New York, a train leaving 
this city at 11, and one leaving New York at 8 o’clock, both 
running through in two hours—the time eae he A the several 
other fast trains already on the passenger schedule. These 
added facilities for travel between the two cities suggesta 
glance backward at the manner in which the science of 
transportation has been developed almost within our own 
time. A little less than a hundred years ago, when ‘the 
French packet” left “‘ New York about the 15th, and the 
British packet on the first Wednesday of every month,” the 
journey between Philadelphia and New York was a preity 
serious undertaking. The public prints of the day contained 
this announcement : 

“Stages to the eastward set out for New York every 





morning (Sundays excepted) from Mr. Dennison’s, at the 





George Tavern, corner of Second and Arch streets; others 
return every evening (Sundays excepted). In summer the 
stages reach New York in one day, and in twoin winter. 
Two other stages for New York, partly by land and partly 
by water, leave the Crooked Billet Whart on Wednesday 
and Sunday mornings, and return generally on Tuesday and 
Friday evenings. From New York the stages reach nm 
in six days.” 

Great as the change is from these primitive times to our 
own, we notice it less because it has come so gradually. 
When the old Camden & Amboy line was opened to travel, 
forty years or so ago, the improvement upon the oner- 
coaches which covered the distance in a long day—and this 
only under favorable circumstances—was very great; but it 
was not so great as the improvement upon primitive railroad- 
ing which the Pennsylvania Railroad Company has effected 
within the past ten years. Some of us remember with feelings 
of misery the six or eight hours in the wretched little cars and 
in the slow-going boat that the journey to New York in- 
volved. And yet as we journeyed we marveled not a little 
at what we then regarded as the greatest wonder of the age 
—a locomotive engine moving at the rate of 12 or 15 miles 
anhour. As traveling facilities have increased travel has 
increased proportionately. These 40 trains which ply between 
the two cities every day carry backward and forward 8,000 
or more passengers —-more than in old times made the same 
journey ina year. Nor is this increase surprising when we 
reflect that a business man can do a good day’s work in 
either city and still have time on the same day to run across 
to the other for business or pleasure or both combined ; can 
leave Philadelphia at 11 o’clock, have three hours in New 
York and get back to Philadelphia again in time for dinner 
at 6.30.—Philadelphia Times, Nov. 3. 


OLD AND NEW ROADS, 


Alabama Great Southern.—This company is nego- 
tiating for an amended lease of the six miles of the Nash- 
ville, Chattanooga & St. Louis track out of Chattanooga, 
which it now uses. If a satisfactory lease can be secured, 
the company will abandon the building of a new track of its 
own from Wauhatchie to Chattanooga. 


Baltimore & Ohio.—This company has, it is reported, 
concluded a contract with the Philadelphia & Reading and 
the New Jersey Central companies for the use of the Bound 
Brook line between Philadelphia and New York for its New 
York business, both passenger and freight. This arrange- 
ment has been talked about for a long time, but has only 
recently been made possible by the decision of the United 
States Court opening the Junction Railroad, which is the 
connecting link between the Reading and the Philadelphia, 
Wilmington & Baltimore roads, The report is that the 
Baltimore & Ohio is to pay trackage for its cars, the Central 
to receive one-third and an allowance for its terminal facili- 
ties in Jersey City, the Reading the balauce. 

The Baltimore American of Nov. 16 says that dispatches 
received there confirm these reports. 


Brunswick & Albany.—There is a report that this 
road has been sold to Mr. H. B, Plant, President of the Sa- 
vannah, Florida & Western Company. The road extends 
from Brunswick, Ga., to Albany, 172 miles; it was sold 
under foreclosure in 1873, and bought by the bondholders, 
and has since been operated for account of the purchasers. 
The bonds were chiefly held abroad. It is a very poor piece 
of property, the gross earnings (which have never been over 
$1,000 per mile yearly), being nearly all absorbed by work- 
ing expenses. It would be of more value to the Savannah, 
Florida & Western thin to any one else, as it is chiefly in 
territory served also by that road, and its competition affects 
the rates. 

Central and Union Pacitic.— Another report that a con- 
solidation of these companies had been agreed upon was 
telegraphed from Chicago, Nov. 16, but afterward denied 
by the officers of the companies in New York. 


Chesapeake & Ohio Canal.—Argument has been 
heard this week in the United States Circuit Court in Balti- 
more on the application for the appointment of a receiver. 
Che suit is begun by a preferred bondholder, who charges 
mismanagement and appropriation of funds which should 
have been used to pay bondholders to other purposes. 


Chicago, Burlington & Quincy.—Track is now laid 
on the Bethany Branch to Bethany, Mo., eight miles beyond 
the late terminus at Harrison, and 30 miles southward from 
the junction with the Mt. Ayr Branch at Davis City, Ia. 
Regular trains now run to Bethany. Work is progressing 
on an extension from Bethany westward 18 miles to Albany, 
where connection will be made with the St. Joseph & Des 
Moines road. 

Chicago, Milwaukee & St. Paul.—A suit has been 
filed by the Milwaukee & Berlin Company to recover the old 
Milwaukee & Horicon road, with compensation for the use 
of track for 20 years. The Milwaukee & Horicon was sold 
under foreclosure in 1860, and subsequently passed into the 
hands of the Milwaukee & St. Paul. ‘The plaintiff in the 
present suit claims a right to redeem as assignee of a judg- 
ment against the old company. 


Chicago, St. Paul, Minneapolis & Omaha.—Track- 
laying is now completed on the Omaha Division, There is 
still some surfacing to do, but itis thought that freight trains 
will be put on about Dec, 1, and early in the spring through 
passenger trains will run from St. Paul toOmaha, The new 
line starts from Covington, Neb., on the Missouri, opposite 
Sioux City, Ia., and runs to Omaha by a somewhat circui- 
tous route, made necessary by the topography of the coun- 
try, the distance being about 125 miles, while by the Si: ux 
City & Pacific road the distance from Sioux City to Omaha 
is but 101 miles. Of this 52 miles are new track built this 
year, the old track being the 63 miles of the former Omaha 
& Northern Nebraska from Omaha to Oakland, and the 10 
miles of the old Covington, Columbus & Black Hills from 
Covington to Coburn. 


Chicago & Western Itndiana,—Under protection of 
recent decisions in the courts, the long-dispute1 crossing 
over the Lake Shore road in Chicago was put down Nov. 12, 
and the trains of the Chicago & Eastern [illinois a‘ once ran 
through to Fourteenth street, about half a mile nearer the 
business centre of the city than the temporary scation now 
in use. Only one track has been laid across the Lake Shore, 
but two or three more are to be laid as soon as possible, 
There is still, we believe, a condemnation suit peading for a 
small piece of land north of Fourteenti street. 


Cincinpati, Indianapolis, St. Louis & Chicago. 
This company has this year laid 6,000 tons of steel rails, 
making tne main line from Cincinnati to La¥ayette.all of 
steel. There are now 98 miles of track between Cincinnati 
and Indianapolis ballasted with broken stone. 


Cincinnati Northern.—A dispatch fron Cincinnati, 
Nov. 16, says: “‘ A meeting was held at the Grind Hotel here 
yesterday, at which agreements were ma te that will nrobably 
result in the consolidation of 1,600 miles of nar ow-zauge 
railroad, forming the most important narrow-gauge system 
in the country, with Cincinnati_as the terminus. it will 
comprise the old Miami Valley Railroad, a new line from 
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near Lebanon to Dayton 
Toledo, the Toledo, Delphos & Burlington Railrvad and 
several smaller lines, the whole to be known as the Cincin- 
nati Northern Railway.” . 


Cincinnati, Wabash & Michigan.—At a meeting beld 
Nov. 9 the stockholders of this company voted to extend the 
road from G shen, Ind., its present terminus on the north, to 
Benton Harbor, on Lake Michigan, and from Anderson, Ind., 
its southern terminus, to Rushville. The money has been 
raised, and the right of way secured in Michigan, A line of 
steamers from Benton Harbor to Milwaukee is projected. At 
Rusbville a connection to Louisville will be secured. 


Connotton Valley.—The Connotton Northern has been 
consolidated with thiscompany. The Northern Company 
was organized to extend the road to Lake Erie and had the 
same owners as the Valley Company. 


Dallas & Wichita.—Work is now in progress on both 
ends of this road. The tracklayers are working west from 
Hickory Grove, and also on the west end, from Sherman 
east by south, where they had six miles of track laid at 
latest advices. The whole length of the road from Dallas, 
Tex., by Denton and Whitesboro to Sherman, will be 93 


mile«s, 


Denver Circle,—This company bas been organized for 
the purpose of building a narrow-gauge railroad around the 
city of Denver, Col., with one or more branches extending 
into the city, The stock is to be $1,000,000, and it is prom- 
ised that work shall be begun at once and the road finished 
next spring. 


Des Moines, Adel & Western.—At a recent meeting 
of this company it was voted to change the name to the Des 
Moines Northwestern Railroad Company. 


Kast Tennessee, Virginia & Georgia.—At the an- 
nual meeting in Knoxville, Tenn., Nov. 10, the stockholders 
voted to approve the purchase of the Selma, Rome & Dalton 
road for $2500.000 from tbe purchasers at foreclosure sale, 
and also the purchase of the 4 Southern (the section of 
the Selma, me & Dalton, in Georgia) for $367,368.80, 
assuming all outstanding debts, It was also resolved to au- 
thorize the board to buy enough stock of the Knoxville & 
Ohio to enable that, company to build an extension of its road 
from Careyville to the Kentucky line to meet the extension 
of the Louisville & Nashville’s Knoxville Branch. 

In order to provide for these and othe: outlays, it was 
voted to authorize the issue of $10,000,000 new 5 per cent. 
bonds, having 50 year; to run, to be secured by a general 
mortgage of all the company’s property. 


Fitchburg.—The freight houses at Charlestown, Mass., 
are to be enlarged. The outward freight depot will be made 
1,400 ft. long. and the inward one probably the same length. 
A — y oe 8 to be made, with platform for unloading hay 
and luumoer, 


Georgia.—The. Auditor, Mr, Carlton Hillyer, furnishes 
the following statement of this company’s operations for 
O:tobsr and the seven months of its fiscal year from April 
1 to Oct, 81; 


~—-——Oetober.—--~- 


1880, 1879, 
Gross earnings.$158,406,58 $123,806.78 
Expenses.... .. 105,482.31 76,508.81 524,445°'78 380,715.50 
Net earnings. $52,924.27 $47,297.97 $133,546.90 $109,364.67 
For October the gross earnings show an increase of 
$34,599.80, or 27.9 per cent. ; the net earnings, $5,626.30, or 
11.9 per cent. For the seven months there was an increase 
of $167,912 51, or 84.8 per cent. in gross earnings, and of 
24,182.23, or 22.1 per cent., in net earnings. Expenses 
this vear were 64.59 per cent. of earnings for October, and 
79.70 per cent. for the seven months. 


Grand Southern.—There are now 54 miles of track laid 
on this road, 28 miles from St. Stephen, N. B., eastward, 
and 26 miles from St. John westw This leaves about 26 
miles still to be laid. 


Haunibal & St. Joseph.--This company makes the 
following statement for the nine months ending Sept. 30 : 


Grovs earnings.............++ Pat > Pa EEE Ee Bee $1,882,394.18 
Expenses (53.22 per Cent.)..........eceeeeeee ° 975,212.91 


—-—Seven months, —- 
188). 1879. 
$657,992.68 $400,080.17 


WOOD CUPUIT Sc eibce ck. Sece veccivcciccs esvcsee 57,181.27 
Add interest, exchange and land sales....... ....... 58,784.85 
EE SERS TE: ° lah aE er $915,006.12 
Interest on bonds........ Chasen ts sramred $490,980.00 
Engine and car service..............66 «+ 


Dividend (% per cent.) on pref 


648,540.61 
Su plus........., so0.50 Rint hinleditin se che mins esedan $267,625.51 


As compared with the same period in 1878, there was an 
increase of $521,182.22, or 89.8 per cent., in earnings; of 
$57,599.90, or 6.8 per cent., in expenses, and of $463,- 
5 +2.82, or 117.8 per cent., innet earnings. The surplus was 
ot htc of nearly 3 per cent. on the common 
stock. 


Indiana & Kastern.—This company has filed articles 
of incorporation to build a railroad from Indianapolis, Ind., 
nearly due east to the Ohio state line in Union County, a 
distance of about 80 miles. From the state line itis to be 
continued east to Columbus, O., or toa connection with roads 
leading to that city by the Ohio & Western, just organized 
in Ohio, The capital stock is to be $1,800,000. The pro- 
posed line is pe and close to the Columbus & Indian- 
apolis line of the Pittsburgh, Cincinnati & St. Louis. The 
organization is intended to build an eastern extension of the 
Indiana, Bloomington & Western. 


Indianapolis & State Line.—This company has filed 
articles of incorpuratior in Indiana ty build a railroad from 
Indianapolis east by north to the Ohio state line in Randolph 
County, a distance cf a little over 80 miles. The road will 
be extended eastward by an Ohio company known as the 
Ohio & Indiana State Line Railroad Company. The capital 
stock is to be $1,800,000, The company is organized in the 
interes: of the Indiana, Bloomington & Western road. 


_ Lake Erie, Evansville & Southwestern.—A bearing 
is to be had Dec. 7, on the questi n of the validity of certain 
bonds held by the Purchasing Committee who bought this 
road at foreclosure sale, It is claimed that these bonds were 
fraudulently issued. 


Lake Shore & Michigan Southern.—A dispatch from 
Chicago, Nov. 17, says: ‘The necessary steps have been 
taken for adding over 109 miles of new road to the Lake 
Shore & Michigan Southern system, and, incidentally, ad- 
mitting the Canada Southern road to an almst direct con- 
nection with Chicago. Two companies auxiliary to the 
Laks Shore Company have been formed, one in Ohio and the 
other in Indiana, for the construction ot the road froro 
Toledo, O., to Elkhart, or Chesterton, Ind., the former 
100 and the latter 40 miles east of Chicago, on the 
Lake Shore Railroad. The Ohio company will be 
known as the Toledo & Northern Ohio Rail- 
road Company, and the incorporators are Amasa Stone and 


another new road from Dayton to 


H. B. Payne, d.rectors of the Lake Shore road; J. H. Wade 
and D. P. Eells, of Cleveland, and Mr. Wait2, of Toledo, The 
Indiana company has for incorporators D, O. Mills, of Cali- 
fornia ; Frederick W. Vanderbilt, son of William H, Vander- 
bilt ; J. E. Burrill, of New York; Amasa Stone, N. B. 
Payne and J. H. Wade, of Cleveland, and ten others, who 
have elected F. W. Vanderbilt, D. O. Mills, J. E. Burrill, 
Amasa Stone, J. H. Wade, Judge Best, of Waterloo, Clem 
Studebaker, of South Bend, and Judge Osborne, of 
Laporte, the first board of directors. The capital 
stock, in both companies, is fixed at $15,000 per mile, and 
has been fully subscribed. It will be determined within a 
few days whether the new road will be built on an air line 
from Toledo to Elkhart, midway bstween the south and 
north branches of the Lake Shore, and connecting with the 
main line at the latter place, or whether, after building from 
Toledo to Fayette, the terminus of the original main line of 
the Canada Southern, the old surveyed route of the latter 
road will be followed from that point to Chesterton, near 
Chicago. By the latter route the road can be built witb a 
grade in no place exceeding 15 feet in the mile.” 


Little Rock, Mississippi River & Texas.—The 
Little Rock Division is now completed 17 miles northwest of 
theold terminus at Pine Bluff, Ark.,and 87 miles from the 
Mississippi terminus at Arkansas Uity. The grading is 
nearly all done to Little Rock, 27 miles further, and i14 
miles from Arkansas City. 

On the Ouachita Division trains run regularly to Monti- 
cello, 41 miles from Arkansas City. Work will be begun on 
the extension of this line to Camden as ‘soon as the Little 
Rock line is finished. 


Louisville & Nashville.—The Nashville American says : 
** All new carson the Louisville & Nashville road are now 
made toa standard pattern. The box, stock,and gondola 
ears are 30 ft. long, and the flats 82 ft. long. The trucks of 
all are exactly alike and perfectly interchangeable. The 
axles are of the Master Car-Builder standard, and the wheel- 
seats turned sufficiently far inside the wheels to allow them 
to be pressed inward for the standard gauge. It is intended 
eventually to have butone pattern of axle and oil-box on 
the line. The same plan is intended to be carried out with 
reference to all other parts of passenger and freight cars.” 

On Nov. 11 a bill was filed in the Chancery Court at 
Nashville, Tenn., on behalf of R. B. Smith, of New York, 
asking an injunction against the issue of the increased 
stock ordered by the stockholders and directors of this com- 
yany. Smith is a stockholder in the road, and alleges in his 
ill that the company cannot, under its charter, legally 
double its stock, as contemplated, The bill was taken under 
advisement by Chancellor Merritt, who afterward granted 
a temporary and provisional injunction against the payment 
of the stoc!: dividend pending a hearing in the case. 

The Montgomery (Ala.) Advertiser of Nov. 7 says : 

‘* We learn that a meeting of the directors of the Mobile 
& Montgomery Railway Company was held in this city yes 
terday, and Gen. Alexander, Mr. Green, Mr. Pratt and other 
distinguished railroad men arrived on a special train yester- 
day morning to attend the meeting. The object cf the meet- 
ing was to authorize and execute a lease of the Mobile & 
Montgomery to the Louisville & Nashville Railroad Com- 
pany ; but on the arrival of the train the gentle nen were 
served by the Sheriff with a writ of injunction at the suit of 
Mr. H. B. Plant, a stockholder of the Mobile & Montgomery 


the Louisville & Nashville Railroad Company from receiv 
ing the gross earnings of the Mobile & Montgomery Railroad, 
and from operating that road as a part of its general system. 

“Tbe bill upon which the injunction issues avers that Mr. 
Plant, the complainant, is the owner of $139,000 of the 
stock of the Mobile & Montgomery Railway Company; 
that about the 1st of February last the Louisville and Nash- 
ville obtained control of a majority of the stock of the Mo- 
bile & Montgomery Railway gen wif and elected a 
board of directors, a majority of whom were officers or 
agents of the Louisville & Nashville, and since that time 
the Mobile & Montgomery has been operated by the Louis 
ville & Nashville as a part of its own property, regardless 
of the rights or interest of other stockholders; that by a 
pooling arrangement between the several railroads to this 
city the profits on all shipments of cotton from this city are 
divided between them, the Louisville & Nashville Railroad 
Company being a party to thisarrangement; and consequent- 
ly the Louisville & Nashville Railroad Company has no inter- 
est in increasing the shipments of cotton over the Mobile & 
Montgomery Kailroad, its interest in the pool being greater 
than its interest as a stockholder in the Mobile & Mont- 
gomery Railway Company, and that for this reason the Louis- 
ville & Neshville Railroad Company have failed to furnish 
the necessary transportation for cotton over the Mobile & 
Montgomery Railroad. 

oe! bese allegations will doubtless be denied by the Louis- 
ville & Nashville Railroad Company, and there is a fair 
prospect for lively litigation.” 


Missouri, Kansas & Texas.~-Tbhe Union ‘trust Com- 
pany, Trustee under the bondholders’ agreement, having 
applied tothe United States Circuit Court for directions, 
the Court has authorized it to surrender possession of the 
road to the company on payment of the past-due interest, as 
provided in the agreement. 

At the special meeting in Parsons, Kan., Nov. 17, the 
stockholders voted to increase the stock to not less than $25,- 
000,000, for the purpose of extending the line of the road 
from Whitestro, 25 miles from Denison, Tex., to Camargo, 
on the Rio Grande, a distance of 500 miles; also, to build a 
line from Muskogee, Indian Territory, to Fort Smith, Ark., 
and to build such additional lines as will secure early and the 
closest connection with New Orleans. The money h1s already 
been subscribed to secure the speedy construction of all these 
contemplated roads, which will add some 600 miles to the 
850 miles of road now owned and operated by this company. 

A report that arrangements had been made for the forni- 
ation of a grand consolidated American-Mexican company, 
with this road asa basis, and Gan. Grant as President, is 
denied by Jay Gould and others, said to be interested. 


Nashville, Chattanooga & St. Louis.—This com- 
pany makes the following statement for the month of 
October: 


SP ID Ss vccccccccsctd 4usbkdsnGeesebadsenass os $178,295.76 
EDOMGOG ike viii ca. obese chee aed wear CéveTNOs cesaece veer 122,844.72 

nN OOEE SIE PLE LT pee! I $55,447.04 
EROPORE REG COMBOS. 0 oi. oid ose cck vawkaeesed vaaes ike y ded $39.411.69 


EAE OF $16,035.35 
As compared with October, 1879, the gross earnings show 
an increase of $8,338.06, or 4.9 per cent. 
Included in the expenses is $15,569.75 paid for 80 acres of 
real estate near Nashville, on which to erect shops and lay 
sidetracks. 


New York, Texas & Mexican.—A dispatch from Aus- 
tin, Tex., Nov. 16, says: “ % "Ws has m made for a 
charter for the New York, Texas & Mexican Railway to 
run from Richmond through the counties of Fort Bend, 
Wharton, Jackson, Victoria and Goliad to Brownsville, with 











branches to Matagorda Bay, Corpus Christi and the mouth 


Railway Company, enjoining the lease, and also enjoining | 





of the Rio Grande. 


The incorporators are New York, Paris 
and Texas men.” 


Northern Pacitic.—The track reached the boundary 
line between Dakota and Montana on Nov. 10, and the 
entrance of the road into Montana was duly celebrated by 
short speeches, a flag-raising and other ceremonies, quite a 
company being assembled. ‘The rail crossing the boundary 
was fastened down with silver spikes sent from Helena, 
Montana. The crossing is about 25 miles west from the 
operating terminus at the Little Missouri, 15 miles beyond 
the point last noted, and 177 miles from the beginning of 
the Missouri Division at Mandan. The rails are expected to 
reach the Yellowstone in a few days. 

Chief Engineer Anderson has been making an examination 
of the Yellowstone Division, and the line as surveyed through 
to Washington Territory. Among other things, he ascer 
tained that an abundant supply of ties can be secured for 
that division not far from the line ; he also made a careful 
examination of a pass lately discovered in the Rocky Moun- 
tains west of Helena, Montana. It is called the Print Pass, 


land is believed to offer a better route than the Deer Lodge 


Pass. He continued his trip until be reached safely the 
grading parties at work on the Pend d’Oreille Division, and 
will return by Portland and San Francisco. 


Ohio & Indiana State Line.—This company has been 
incorporated in Ohio to build a railroad from Columbus west 
by north to the Indiana state line, to connect there with the 
projected line of the Indianapolis & State Line Company, a 
new Indiana corporation. 


Ohio & Western.—This company has been incorporated 
to build a railroad from Columbus, O., west to the Indiana 
line, there to connect with the road of the Indiana & Eastern 
Company, whose organization is noted elsewhere. 


Pennsylvania.—A contract has been let for a branch of 
the Southwest Pennsylvania Branch toextend from Con- 
nellsville, Pa., to the new works of the Connellsville Coke & 
[ron Company, a distance of about five miles. Mr. L. L. 
Bush is the contractor. 

Surveys are to be made for an extension of the Tyrone & 
Clearfield branch from Curwensville, Pa., by way of Penns- 
ville and Bell’s Run to Cherryvtree, about 33 miles. 

The Scranton Republican ot recent date says: ‘* Work on 
the main line of the Nerth & West Branch Railroad, extend- 
ing on the east side of the Susquehanna River from C vta- 
wissa to Pittston, was beguy on Monday, and the project 
wiil be pushed speedily forward to completion. It is thought 
that it will be run through by the first of next July. 


The road is more generally known as the ‘ Waller 
toad.’ It was surveyed and graded in 1874, 


but owing to the limited amount of capital invested in 
bonds, its completion was abandoned for the time being. 
The Pennsylvania Railroad Company made strenuous efforts 
to buy or lease the road from the proj ctor, Mr. D, J. Waller, 
of Bloomsburg, and the stockholders, but did not succeed. 
Last week, however, it was agreed that the Pennsylvania 
Company would guarantee the required amount in bonds to 
compiete the road, and so work was begun asalready stated. 
The development of the West Branch, which is intended to 
connect with the above at Bloomsburg, will be postponed 
for the present. The construction of the North Branch will 
prove a boon to the coal operators on the east side of the 
Susquehaona at Shickshinny and Nanticoke, where there 
are mines that need nothing but transportation facilities to 
put them in working order.” 


Pittsburgh & Western.—A contract for the extension 
of this road to Jack’s Run, 4 miles, has been Jet to John 
Swan, of Allegheny, Pa. Another contract for building 
from Sandusky street.to Preble avenue in Allegheny has 
been let to H. L. Pricely, of Monongahela City, Pa. 


Richmond & Allegheny.—Work is progressing very 
rapidly on this road, On the eastern end the canal has been 
converted into a road-bed and track laid to Columbia, Va., 
56 miles from Richmond, while trains run to Cartersville, 46 
miles from Richmond. On the west: rn end, where the work 
is much heavier, the track-laying proceeds more slowly, and 
it ishoped that trains can be run from the Chesapeake & 
Ohio at Williamson to Buchanan this year. 

The western section of the tine, from Williamson to Lynch 
burg, will be known as the Allegheny Division. 


Rochester & State Line.—A transfer of stock and 
bonds of this road was, it is stated, made in New York last 
week. The transfer was of what is known as the Taylor 
and Waterman interest, including the Vanderbilt stock, in 
all amounting to over $580,000 in bonds and over $1,200,- 
000 in stock. The purchase was made by a_ syndicate in 
New York, who now hold over $1,600,000 of the bonds and 
a majority of the stock of the road. 8. J. Macy, the Re- 
ceiver of the road, states that the company will soon be 
organized. He is one of the syndicate. 


Sandy River.—A movement is on foot for the extension 
of this railroad of 2 ft. gauge from Far nington, Me., south- 
east to Gardner on the Kennebec River, about 40 miles. At 
Gardner connection could be made with the .teamboat lines 
on the river. 


Troy & Greentield.—There were 7,305 loaded cars that 
went east and 2,653 west over this road and through the 
Hoosac tunnel during the month of October. Of empty 
cars there went 90 east and 3,819 west during the same 


month. ‘The montana of October last year counted 5,438 
loaded cars going east and 1,792 west over the road, show- 


ing a difference in favor of Oc.oSer’s traffic in 1830 of 2,729 
loaded cars. 

Watchung.—The track is now laid to Main street, in 
West Orange, N. J., about half a mile beyond the old ter- 
minus. The new depot at Main street is nearly ready for 
use. The road has been almost entirely rebuilt, and is now 
nearly ready to be opened for traffic. With the extension 
it is 414 miles long, from West Orange to the New York & 
Greenwood Lake road, at Woodside Park. It was built 
several years ago, but was operated only afew months It 
will uow be worked by the New York & Greenwood Lake as 
a branch. 


Western Union Telegraph.—In the suit brought by 
this company to recover its lines seized by the Baltimore & 
Ohio Railroad Company on the Pittsburgh Division, a decision 
was rendered in the United States Court at Pittsburzh, Nov. 
16, Judges MeKennan and Acheson concurring, absolutely 
restoring the wires to the Western Union Company. A pre- 








liminary injunction was ordered directing a complete re- 
storation of the Western Union connections and privileges, 
and enjoining the defendants from any interference what- 
ever with the right under the contract of 1864. 


Wisconsin & Minnesota.—Track is now all laid on 
this road from the Wisconsin Central at Abbottsford, Wis., 
west to Chippewa Falls, where it convects with a branch 
line reaching the Chicago, St. Paul, Minneapolis & Omaha 
at Fau Claire. The road is 60 miles long, and is controlled 
by the Wisconsin Central; it is intended to give that road a 
connection with St. Paul, and also to form part of a line from 
St. Paul east to Lake Michigan at Manitowoc and Milwaukee. 
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ANNUAL REPORTS. .« 


The following is an index to the reports of companies 
which have been reviewed in previous numbers of this vol- 
ume of the Railroad Gazette : 


Page Page. 
Alaboma Great Southern...... 417 Lehigh Valley...............+ ++. 137 
Allegheny Valley............ 152.225 Little Miami ( ++. 213 


P., C. & St. L.). 

Atchison, Topeka & Santa Fe .. 326 Long Island............. «++ ++ 
Atlanta & Charlotte Air Line... 226 Louisville, Cin. & Lex......479, 508 
Atlanta & West Point.. Louisville & Nashville..338, 417, pH 





Atlantic, Miss. & Ohio..... 364, Maine Central, 

Atiantic & North Carolina..... Manhattan oe soe 
Baltimore & Potomac...... 152.319 Marietta & Cincinnati...... . 504 
Boston & Albany...........++ 56, 503 Massachusetts Minor Railroads 594 
Boston, Concord & Montreal... 3:9 Mass. R. R. Commission.... .. 45 
Boston & Lowell.... ......+0++ chigan Central _ ... ...244, 260 
Boston & N. Y. Air Line ....... 403 Michigan Minor Railroads...... 599 





Boston, Rev. Beacn & Lynn.... 504 
Bur , Cedar Rupids & No ove G2 
Bur, & Mo. River in Nebraska. 66 
Burlington & Northwestern... 83 


il., Lake Shore & Western. ... 238 
iuneapolis & St. Louis .. 152,417 
issouri, Kansas & Texas . 508 
issouri Pacific 















VA 44-444 


Camden & Atlantic.......... obile & Montgomery 

Canda Southern obile noes ss se 

Cape Fear & Yadkin Valley.... lontpelier & Wells River. ° 
Carolina Central.........-..++++ BE Orris & ESS@X.........2eeeeseee 312 
Centrai, of Georgia...... ashua & Lowell............++ +. B64 
Central, of New Jersey Nashville, Chatta, & St. L...... 55 
Central Pacific Naugatuck oe oryeocee veces 238 


Central Vermont 
Charlotte, Col. & Augusta. 
Chartiers (P., C. & St. 
Chesapea..es Del. Canal 
Chesapeake & Ohio....... 06, £98 
Chesapeake & Ohio Canal... .. 519 
Chicago & Alton 136. 


7 New Hampshire Minor R'roads 557 

New Jersey Minor Railroads .. 506 
N. Y., Lake Erie & West.. 6, 12 
. 826 N.Y.,N.H. & Hartford... 
N. Y., Providence & Bosto ° 
N. Y. & Oswego Midland....... 11 
156 Northeastern (8. C.)........ 







Chi, Burlington & Quincy. 16%, 176 Northern Central.............. 123 
Chi., Cl nt,, Dub., & Minn....... 174 Northern (New Hampshire).... 296 
Chicago & East. Illinois <:.... 598 Northern Pacific........... .+++ 538 


Ch cago, Mil. & St. Paul....206. 212 O 
Chicago & Northwestern...444, 449 ¢ 
Chicago & Paciiic ........ -» OF 
Chi., Rock Island & Pac.. 
Chi. & West Michigan ‘ 
Cin., Hamilton & Dayton....... 374 Pamama.......seccscecees Ae. 
Cin., Ind , St. L, & Chi . --+. 552 Pennsylvania Railroad.....140, 13' 
Cin., LaFuyette & Chicago......202 Pennsylvania & New York..... 15% 
Cin. & Mus. Val. (P..C & St. L.) 218 Pensacola & Perdido 33 
Cincinnati Soutiern,...... .. % 








Philadelphia & Reading..... .. 38 





















Cleve., Col., Cin. & Ind....184, 198 Phila., WU, & Baltimore........ 11 
Cleve., Mt. Vernon & Dela...... 500 Pitts., Cin, & St. Louis.......... 2138 
Cleve.. Tus. Val. yheeling .. 10% Pitts.. Fort Wayne & Chicago .. 352 
Col,, Chie. & Ind. G Pittsburgh & Lake Erie..... - 4 
& WE, Takis. occ cccce 213 Pitts , Titusville & Buffalo.,..... 3! 

Col. & Hocking Valle) 214 Pitts.,.Wh. & Ky. (P.,C. &St. L.)231 
Columbus & Toledo.. 4 Portland & Ogdensburg.. ... . 374 
a ER .. 206 Prince Edward Island.......... 162 
Connecticut River......... -se+. 226 Providence & Worcester....... 88 
Conn. & Passumpsic Rivers....506 Pullman Palace Car Co........ 516 
Consotidation Coa! Co «esos 124 Quincy, Mo. & Pacific........... 162 
Cumbcriand Valley.........++++ 152 Raleigh & Gaston............0++ pr | 
Da) ton & Southeastern ....... 7 Kchmond & Danville,..... ... 108 
Ts 560 aoent 64 we -.-» 56 Richmond & Petersburg....... 177 
Delaware & Bound Brook..... 82 Rome, W’town, & Ogdensburg, 11 
Delaware & Hudson Conal. 06,178 Rutland..... ....... 436 
Del. & Hud. Can Leased Lines 175 St. Louis Bridge Co 331 
Del., Lack, & Western.......... 7 St. Louis, lron Mt. & Southern, 177 
Deluware Western.........-++++ 75 St. Louis & San Francisco...... iy 
Detroit, Grand Haven & Mil.... 517 St. Louis, Van. & Terre Haute... ?6 
Detroit, Lan. & NO.... .secseeeee 50) St.Paul & Duluth ............. 404 
East Line & Red River......... 476 St. Paul, Minn. & Man..... 280, 479 
East Tenn., Va. & Ga ... ...,.. 452 Seaboard & Roanoke........ : 


ia 
Evansville & Terre Haute.. 
Fitchburg...........+. oe 
Flint & Pere Marquette . 
Galv., Houston & Henderson 


. 568 South Carolina........._.. 214, 280 
. 7 South Carolina Railroads...... 4 
70 S utheru Pacific. ° 




















> Sussex.......... . B38: 
Georgia R. R. & Ban». ing Co. 4 soos 
Georgia R. R. Commission..... 241 Troy & Boston ... ° <eeees ae 
Grand Rapids & Indiana.... 374 Troy & Greenfield..... 4 oo Oe 
Grand Trumk.........+0000+-264, 569 Union Pacitic.. ..... ..sessseees 151 
Great Western.............. 264,569 Utica & Black River............ 44 
Hannibal & St. Joseph.......+. 162 Vermont & Canada.,.... . 588 
Han. Junc., Han. & Gettysburg 312 Vermont Valley... ...........+- 8345 
Housatonic....... .... site bie 238 Vicksburg & Meridian.... -. SL. 
Houston & Texas Central. 364 Wabash, St. L. & Pacific . © 
Huntingdon & Broad Tup....... West Chester & Phila.. 75 
Illinois Central....... .....114.123 Western, of Alabama.... +» 204 
Indianapolis, Bloom. & West.. 552 Western North Carolina, .18 
Ind., vicatur & Springfield.... £68 Western R. R, Association. 


.. 46 

Intercolonial... a CA i152 Western Union Telegraph. .... 540 

Kan. City, Fort Scott & Gulf...:73 West Jersey.... . ........ vestbee 693 

pone Ci: Jo, & C, Bluffs... 226 Wilmington, Col. & Augusta .. x 8 
entuc » 










RR . 319 Wilmington & Weldon......... (0s 
Luke Erie & Wes'ern.... ...... & Wisconsin Central ood 
La .e Shore & Mich, South..252,2 8 Wisconsin Valley..... .. ......- 





Lehigh Coal & Nav. Ov. ........ 10; Worcester & Nashua............ 237 


Baltimore & Ohio. 


The lines worked by this company during the year ending 
Sept. 30, 1880, which is covered by the 54th annual report, 
were as follows: 


Miles. 
Main Stem, Baltimore to Wheeling Pa (lie get ye 8 379.00 
Camden and Locust Point Branches in Baltimore......... @.50 
Peete tes Bras Giiice vnsaksnesetté 6 sacabdeaeerabcrsse 3.50 
Valley 8ranch, Harper's Ferry to Harrisonburg..... .« «+ 101,00 
Metropolitan Branch, Point of Rocks to Washington .. .. 43.00 
Alexandria Branch (Wash. City & Point Lookout R.R.), 12.5 
Total Main Stem and Branches..................+. 545.50 
Washington Branch, Relay House to Washington.... .... 31.00 
Parkersburg Branch, Grafton to Parke: sburg.......... .. 105.40 
Central Ohio Division, Bellaire to Columbus............ 1°8 .60 


Lake trie Division, Newark to Sandusky........ ....... .. 116.00 
Chicago Division, Chicago Junction to Chicago. 
Wheeling, Pitisburgh & Baltimore R. R 





beans A: 32.00 

Newark, Sumerset & Straitsville R R...... .......... ..-. 44.1.0 
Pitt.b irgh Division, Cumberiand to Pittsburgh..., 150.00 
§ = Fayette County Br nch...... 14.00 
Mt. Pleasant Branch ......... 10.00 
Garrett to Berlin..... ....... 8.50 
Rockwo..d to Somerset. 9.00 

—— 191.5 
MUR it essere Caghecdiees + 21940 aewne pate ..... 1,467, 00 


President Garrett’s report, as presented at the annual 
meeting, Nov. 15, says: 

‘The sinking fund, for the payment of the loan of the 
city of Baltimore, which was originally #5,000,000, in- 
creased during the year $114,771.40, making the payment 
in advance and in reduction of that loan, which will mature 
in 1890, $2,281,251.34 
_** ‘The payments for investments on account of the sinking 
funds for the redemption of the sterling loans due in 1895, 
190%, 1910 and 1927, during the year amounted to $475,- 
iad which at $4.84 per pound sterling, make £98,148 
48. . 

_* In accordance with the agreement with the City of Bal- 
timore, the filth annual payment, namely, $40, of the 
principal of the bond for $1,000,000, given for the purchase 
of the interest of the city in the Pittsburgh & Connellsville 
Railroad Company, has been made, thus reducing this obli- 
gation to $800,000, 

“The investments for the sinking funds stated and the 
payment of part of the principal of the bond for the _pur- 
chase of the interest of the city of Baltimore in the Pitts- 
burgh & Connellsville Railroad Compauy amount for the 
fiscal year to $629,808.89. 

“The following statement shows the payments made and 
the increments in sinking funds during the fiscal year for 
account of the respective debts: 

Increment of city sinking fund.. ..........2.6. sess $114,771.40 
Increment of sinking funds fur the redemption of the 

_ Ster ling loans due in 1895, 192 and 1910............ 435,492.27 
Payment ov acc unt of the principal of debt to the 

city of Baltimore for the purchase of its interest in 


the Pittsburgh & Connelisville (ompany............. 40,000.00 
Pitt-burgh & Connellsville sinking fund........ .....- 24,494.65 
Baltimore & Ohio & Chicago sinkins fund............. 39,545.22 
Washington City & Point Lookout sinking fund ...... 5,004.50 


WOMB is. egeibingss scabies. cteasecelae teed $65,308.04 
‘The following statement shows the payments made on ac- 


count of the principal, and the investment for sinking funds 
on account of the respective debts: 


On account of the mortgage loan redeemable in 
id janis} 22 40.0.04Raewedp Git «ha belt dew cates wh Lokal $1,120,500 .00 
O> account of the mortgage loan redeemable in 
Se. on. 2 ox aoc veleneine setae a0 se th ete ante ach 790,000.00 
On account of the bonds of the Northwestern Vir- 
inia Railroad Company, for $500,000, indorsed 
v the Baltimore & Ohio Railroad Company, pay- 
able in 1885............ Sy re ea eS 360,000. 
On account of the loan of the city of Baltimore...... 2,281,251.34 
On account of the sterling loan redeemabl in 1895. 1.11 ,889. 
On - re ~ ei = 1902. 1,353,884. 12 
On ve * + a - 1910. 698,863. 
On on - oe Soi - 1927, 120,857.22 
On account of the purchase f the interest of the 
city of Baltimore in the Pittsburgh & Connellsville 


Rare COMM AGP... - vesvisecccces bea cone chive . . 200,000 00 
On account of the sinking fund of the Pittsburgh & 
Connellsville Railroad Company................... 93,772.23 


On account of the sinking fund of the Baltimore, 
Washington & Alexandria Branch of the Wash- 
ington City & Point Lookout Railroad Company .. 28,109.24 

Tere Te ee ee $7,164,127 .24 
“The subjoined exhibits show thereduction of the indebt- 
edness stated during the fiscal year : 
REPORT OF OCT. 1, 1879. 

Sterling debentures due in 1889 and 

| Sn ee p rhursivwes sie $2,420,000 .00 


Bills pavyable..... .......--.e0e0 eeeeee 549,000.00 
Sterling obligations and loans,..... .. 620,507.94 
MD. Soa ncodveckbeun cinasdanedesh, seegters oe) Get vehe $3,579,507 .94 
REPORT OF oct. 1, 1880, 
Sterling debentures due in 1881....... .000.00 
ORIG, ovo sv ve cien cies dydegeres’oes 440,000.00 
Mass 5000000000 00 ptns, deeeneseRdenineh oie <).s.n0 4 ee 
Showing a reduction during the year of............. $2,171,507 .94 


Add pay ments on account of the principal of debt 


and of the sinking funds during the fiscal year.. 659,308.04 


Aggregate reduction. ........... cece cece cee eee oe $2,830, 815.98 
‘* During the year a portion of stocks and bonds, no longer 
desirable to hold, has been sati:factorily disposed of, ard the 
changes consequent raade in the table of assets. 
“Semi-annual dividends of 4 per cent. upou the capital 
stock were paid on Nov. 1, 1879, and on May 15, 1880. 
“The profit and loss accounts hows an increase for the past 
year of $2,356,984.44. It will be seen by this account that 
the surplus fund which represerits invested capital derived 
from net earnings, and which is not represented by either 
stock or bonds, now amounts to 40,561,642.37.” 
, The earnings of the various lines for the year were as fol- 
ows: 


Earn. P. c. of 


Earnings. Expenses. Net earn. per mile, exps. 
Main Stem 
and b’chs.$11,229,881 $6,056,900 $5,172,981 $20,586 53.93 
Washington 
Branch... 314,406 67,909 246,497 BOLEB  ccvess 
Parkersburg 
Brauch... 860,160 488,331 371,829 8,192 56.7 
Central Ohio 
2 Ee 1,003,566 692,111 311,455 7,220 68.96 
Lake Erie 
BN 6: Ser £47,222 638.°€8 208,854 7.204 74.48 
Chicago Div. 1,548,995 982,321 566,674 5,890 63.41 
PittsLurgh 
ibs a6 2,238,481 1,226,654 1,011,827 11,518 54.79 
Wheeling, 
Pitts «& 
Balt...... 50,280 41,788 8,594 1,574 82.91 
Newark, 
Som & 
ae 224,649 136,390 88,259 5,106 60.62 
All lines..$18,317.740 $10,330,770 $7,986,970 $12,487 56.39 
All lines, 
1878-79 14.193,980 7,691,596 6,502,384 9.792 54.18 





Increase.. $4,123,760 $2,639,174 $1,484,586 $2,095 2.2) 
Per cent, of 


increase. . 29.8 34.3 22.8 8 ee 
An increase in net earnings is shown on all lines, as ex- 
hibited by the following table : 
Net earnings 
in 1880, 


Net earnings 
in 1879, Increase. P.¢ 
$175,250.49 89.4 


995,86 13.1 
279,545.04 382 
$8,754.21 14,2 
72,142.93 14.6 


Parkersburg 
Branch.... .... 
Wheeling, Pitts. & 
bani 8,594.40 7,598 54 
1,011,827,09 732.5 
311,454.49 27 
566,673.63 19) 


$371,829.06 $195 578.57 





Central Obio Div.. 
Chicago Div p 
Jashineton 
Branch..... ... 
Lake Erie Div.. 
dtraiteville Div... 


2,700.28 
4,530.70 
246,496.91 223,674 03 
208,855.04 189,114.18 
88,259.74 45,661.20 
$2,813.989.26 $2,161,139.55 $652,849.71 30,2 

On the Washington Branch by agreement only the cost of 
maintenance and improvements is charged to expenses, 
running expenres being included in those of Main Stem and 
branches. A settlement of the claim of the District of 
Columbia fer back taxes has been made by the payment of 
$65,638.75 tor all taxes up to July 1, 1879. 

The net earnings of the Pittsburgh Division were $1,011,- 
827.09 ; interest’ charges, $678,588,40, leaving a surplus of 
$332,938.69, which has been credited on account of interest 
and principal on casb advances made by the Baltimore & 
Ohio Railroad Compzny to the Pittsburgh & Connellsville 
Railroad Company. 

The net earnings of the Chic 
673.68 ; interest paid on account of this line, $891,031.34 
‘The taxes paid, $53,753.76, being deducted from the net 
earnings, $566,673.68, leave $512,919.87, which bave been 
credited in the interest account of the Main Stem, in which 
is charged the interest paid for the Baltumore & Obio & 
Chicigo Railroad companies’ loan of 1927. Whilst this 
powertul line commands from the Northwest a heavy trade 
for the Baltimore & Ohio road and its Trans-Ohio divisions, 
it continues to add immensely to the resources ot Baltimore, 
and to the strength of its commercial position. 

The Central Ohio Railroad was Jeased by the Baltimore & 
Ohio Company on Nov. 21, 1866, for 20 years, with the 
option of continuing the lease at the expiration of each term 
of 20 years thereafter. On Feb. 13, 1869, the Sandusky, 
Mausfield & Newark Road was leased by the Central Obio 
Railrcad Company as reorganized, under the guarantee of 
the Baltimore & Ohio Company, with the same option of 
continuance at the expiration of each 20 years. In working 
the Sandusky, Mansfield & Newark road differences arose 
between the Baltimore & Ohio and that company in regard 
to the agreement. In order to make the terms more definite, 
a new contract was entered into on Feb. 23, 1880, by which 
the lease of the Sandusky, Mansfield & Newark Road was 
extended to Dec. 1, 1926, and $40,000 paid in the settle- 
ment of accounts to dun. 1, 180. This company bas, under 
its option, extended the lease of the Central Ohio Railroud 
for a period of 40 years. so as to terminate at the same date 
as the extended lease of the Sandusky, Mansfield & Newark 
Road. In extending each of these leases, the option is still 
reserved to the Reideoe & Ohio Company to continue 
them respectively for terms of 20 3" perpetually. The 


22,822.88 10.2 
19,739,768 10.4 
47,508.54 92.6 


—— 





0 Division were $566, 





sum paid to the Sandusky, Mansfield & Newark Company, 
in the adjustment stated, $40,060, is embraced in the works 


ng expenses of that road for the year ended Sept. 30, 1880, 
Instead of $174,350 per year and 15 per cent. on a portion 
of the traffic, as heretofore, fixed sums of $194,350 per year 
for the calendar years of 1880, 1881, 1882 and 1883, and 
$199,350 for each of the next two calendar ears, 1884 and 
1885, and annually thereafter $201,850 are to be paid under 
the present lease of the Sandusky, Mansfield Newark 


Road. 
In view of the important bearings, locally and generally. 
upon the trade of Baltimore, the Main Stem and its western 
and northwestern connections, the Central Ohio and San- 
dusky, Mansfield & Newark roads may be regarded as de- 
sirable, valuatle and permanent lines in the Baltimore & 
Obio system. 

The excess of net earnings of the Sandusky, Mansfield & 
Newark road (Lake Erie Division) over the rental, $19,- 
503.94, has been credited on account of interest on advances 
made for the permanent improvement of that road, 

The net earnings of the Central Ohio Division were $311.- 
454.49. Under the lease of the Central Ohio Railroad, 35 
per cent. of the earnings are paid annually to that 
company. The loss on this division for the year, under the 
agreement, was $39,793.58, which has been charged in the 
profit and loss account. 

MAIN STEM AND BRANCHES. 


The earnings and expenses of the Main Stem end branches, 
545.50 miles, for three years have been as follows : 
1878. 1879, 1889, 
Warnings... 00. cece $8,563,956.85 $8,864,826.84 $11,220,880.61 





Expenses : 


General expenses... $118,379.00 $117,768.26 $169,184.27 
Losses by accidents, 
RE ee 87,860.36 70.064 .12 40,100.53 
Expenses of trans- 
portation ....... 1,672,086.17  1,680,162.53 1,952.942.57 
Repairs of railway... 613,302.16 547,108.64 T7IOATL.79 
Repairs of water 
stations.... ....... 11,087.27 9,072.69 12,800.72 
Repairs and con- 
stiuction of de- 
Rececpned. reece 73,522.77 63,258.44 103,910.41 


pot 
Repuirs of bridges.. 
Repairs and con- 
struction of tele- 


84,540.01 43,909.63 69,243.29 


graph Jines........ 19,004.34 9,727.40 10,819.86 
Repairsof tationary 

machinery ....... 81,199.17 69,901.92 87,226.57 
Watching cuts... .. 451,672.08 34,8 8.14 37,879.32 
Watching :unnels... 3,047.12 3,218.32 2,523.5 


Watching Bridges. . 
Pumping Water.... 
R. pairs of Locom- 
motives, includin 
Construction rh) 
New Engines...... 
Repairs of Passen- 
rer cars, includ- 
ng construction 
of new cars...... 
Repairs of burden 
cars.including con- 
siruction of new 
NE cv eede cae ... 628,919.86 
Cleaning engine 


22,531.26 
25,299.40 


17,751.80 
24,170.81 


459,649.41 508,190.57 721,125.11 


198,119.58 186,514.69 212,206.04 


774,772.18 1,359,206 .04 


and cars..... - 80,893 .90 68,265.35 64,827.64 
Contingent expenses 

of the mavhinery 

department... ..... 4,688 .69 4,782.59 5,641.63 
sine, bnewnaes eens 275,406.01 268,406 . 32 367,017.76 


Preparing fuel and 
filling tenders..... 23,335.72 


19,607 .26 19,993.58 


$4,524,544.98 $4,524,581,75 $6,056,899.85 





Earnings more than 

expenses.......... $4.039,.611.87 $4,341,245.00 $5,172,980.76 
Working expenses.. 52.835 per ct, 51 02 per et. 53.93 per ct 

It is shown that the earnings of the Main Stem and the 
branches stated, in comparison with the fiscal year 1879, 
have increased $2,865,053.77, and the working expenses 
$1,533.318.10, making a comparative increase in ihe net 
profits of $831,735.67, 

The expenses of working and keeping the roads and 
machinery in repair amounted to $6,056,899.85, being 53.93 
per cent. upon the earnings, showing an increase of 2.91 per 
cent, compared with the previous year, and of 1.10 per 
cent, compared with 1878, 

TRAFFIC, 
The statements of traffic given in the report are as follows: 


1879-80, 1878-79. Inc. or Dec. P. c. 

Tons through freight, east 
and west....  . as .. 1,980,397 1,425,620 1. 554.768 38.9 
Barrels flour to Baltimore, 58,902 743,381 D. 144,580 19.4 


Bushels wheat to Balti- 

more...... + cece s+. 16 409,300 18,467,498 D. 2,058,198 11,1 
Bushels corn to Baltimore. 8,510,456 10,065,530 D, 1,555,074, 15.4 
Bushels all grain to Balti- 

Si ccctees se.» veesened 25,962,696 29,622,805 D. 3,660,199 12.5 
Tous lumber to Baltimore. 54,580 40,724 1. 13,806 33.0 
Tons live eteck carried.... 165,454 121,431 L. 44,023 36.3 

Coal tonnage: 

Main Stem, revenue,...... 1,831,890 1,213,212 L 
425,256 


618,678 51.0 
Main Stem, company..... 382,792 I. 


40,464 10.6 


650,142 41.3 





Total Main Stem...... 2,255,146 1,596,004 I, 


Pittsburgh Div..... ...... 1821256 1586/6371. 24,619 148 
Trans-Ohio lines....... .. 312,454 195.276 1, 117.178 60,1 
Total of all............ 4,388,856 3,377,017 L. 1,010,939 29.9 


Coal tonnage of the Pittsburgh Division includes coke, Of 
the Main Stem coal tonnage 1,641,559 tons were carried to 
Baltimore, 

CONDITION AND IMPROVEMENTS OF PROPERTY, 

The condition of the tracks, engines and cars has been 
brought to a bigh standard, The hotels owned by the 7 
have been placed in superior order, and are managed wit 
exclusive reference to the comfort and enjoyment of guests. 
These attractions, combined with moderate charges, have 
been greatly appreciated by the public, and have led to this 
marked and satisfactory increase of revenue from passen- 
rers. 

. Seven hundred and fifty miles of track of the Main Stem 
and branches east of the Ohio River are now laid with steel 
rails. The increased cost of steel thus continuously substitu- 
ted for iron rails has been charged to the repair account as 
uniformly heretofore. 

Twenty-four engines of the largest class, known as the 
Consolidution, which were described in the last annual re- 
port, and two engines for switching purposes, weiching re- 
spectively 51 and 3349 tons, have been built at the cost of 
$211,738 61, all of which are charged to the repair account. 
Twenty-three engines, of less capacity and of patterns not 
now adapted to the service, bave been withdrawn and cut 
up; 334 cars of lorgely increased capacity, have been built to 
replace that number worn out, and_their cost charged to the 
repair account. The bodies of 697 iron hopper cars bave 
been raised with plate iron so as to increase their carrying 
power from 0,00 to 30.000 pounds per car. This com- 
pletes the alteration of the iron coal cars, making the capacity 
of this entire equipment umform. The capacity of 207 house 
and of 727 gondola cars has been increased from 20,000 to 
40 000 pounds per car, The cost of increasing the capacity 
of the iron hopper, bouse and gondola cars, #45,42%, has 
been charged wo the repair account. Fifty additioval refrig 

erator cars have been built, fitted with ice-boxes at each e.d 





and double lined, for the transportation .af perishable arti 
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cles; 501 hopper gondo 29 feet in length, 30 inches in 
height and 8 feet wide, with 12-feet hoppers in the center, 
especially designed for coal, ore and metal, while suited for 
much general ee iy — and ca  eaae one, Moen 
of 40,000 pounds ca . nger, gger’s, ne 
and 5 abs cars iors been built. The cost of these, viz.: 
1,690 cars, being new and additional plant, amounting to 
$716,881.82, has also been charged to the repair account. 


EMPLOYES’ RELIEF ASSOCIATION. 

With the desire gi eg een and a, the interests 
of the employés of Baltimore & Ohio Company and of 
their tamilies in cases of accident, sickness and death, the 
board ado) an insurance scheme, prepared and submitted 
by the Third Vice-President, after much study and the ex- 
amination of numerous systems in use in Europe and 
America, This scheme, it is believed, embraces the best 
features of all the systems heretofore established, On the 
19th of March the board the following: 

** The President stated to the board that the plan for the 
establishment of a Relief Association for the benefit of the 
employés of the Baltimore & Ohio Company, to which be 
had heretofore referred, had been so far prepared by the 
Third Vice-President as to be ready for submission. The 
President stated that after full reflection upon the subject, 
he had determined to recommend to the board that an ap- 
propriation of $6,000 per year (being the equivalent of 6 
per cent. on $100,000) should be made by the company as 
part of the basis and capital of the fund. He suggested that 
the’ proposition and plan be referred to the Committee on 
Finance, with power, so that, as soon as the details could be 
properly perfected, the association should be organized and 
placed in operation, 

**On motion of Mr, Nicholas, seconded by Mr. Chancellor, 
the recommendation and suggestion of the President were 
adopted, and the entire subject referred by unanimous vote 
to the Finance Committee with power.” 

This action furnished a basis of financial aid which as- 
sured absolute safety to the subscribers for the payment of 
the benefits proposed, The plan was placed in operation on 
May 1, and as soon as it was carefully examined and under- 
stood it met with general aoospinince and approval in the 
service, During the five months of its operation ended 
Sept. 30, 595 cases have been relieved under its regulations, 
and much good accomplished in many instances, where, 
without this beneficial arrangement, there would probably 
have been greater embarrassment and suffering. As only 
one case was relieved during the first month, the result 
stated represents the working of the association for prac- 
tically but four months, 

The prominent and active officers, and many thoughtful 
leading men connected with all branches of the service, have 
taken an earnest interest iv placing the system in effective 
operation, and their cordial gcod-will and kind and friendly 
intercourse with the employés have caused the advantages 
and excellence of the system to be quickly appreciated, It 
is hoped that the sound principles on which it is based, its 
great usefulness and security for every member, and the 
gratifying and valuable results it has already accomplished, 
willinsure the permanent maintenance and increased success 
of the association. 

TERMINAL IMPROVEMENTS IN BALTIMORE. 

In order to enlarge facilities for the increasing freight and 
passenger business at Camden Station, it has been decided to 
use the present platform and warehouse on Eutaw street ex- 
clusively for receiving, instead of for the reception and de- 
livery of freight, and to utilize the land fronting on Howard 
street for the delivery of freight. Under this mag a plat- 
form and warehouse, with slate roof, 38 ft. by 630, ex- 
tending from Camden street to Barre, are now in course of 
construction. Arrangements will also be perfected for the 
separation of the incoming and the outgoing passenger train. 

The success which followed the establishment of facilities 
for the inspection and storage of tobacco, especially in 
retaining and enlarging that valuable trade, the transfer of 
which from Baltimore to other markets had been threat- 
ened, demonstrated the necessity for their increase. In view 
of the —— public demand, and the advantages to com- 
merce which this improved system developed, it was deter- 
mined to build an additional warehouse. A site on the 
company’s property on Fort avenue was selected, and a 
substantial warehouse, 317 ft. 4 in. long by 80 ft, 6 in. wide, 
of brick, upon stone foundations, 3'¢ stories high, with slate 
roof, and with a storage capacity for 10,000 hogsheads, has 
been erected and has been occupied since Aug. 1. it. is 
divided into three compartments by solid brick walls, and is 
supplied with three large elevators, which are operated by 
steam from Elevator B. 

An additional pier, No. 28, 20 ft. wide and 420 ft. long, 
has been constructed at Locust Point. 

poeseey continuous enlargement of traffic, especially 
in grain, an elevator, additional to A and B, and pier are 
being constructed at Locust Point. The pier is 458 ft. in 
length by 112 ft. in width. At itsend Elevator C, 412 ft. 
2 in. by 89 ft. 2 in., is being built. It will be supplied with 
all the latest and most approved machinery for handling 
grain, and it is stated will be the largest and most .complete 
elevator in the world. It will have an actual capacity for 
storage of 1,800,000 bushels, with a working capacity of 
1,400,000 bushels. It will have 12 receiving elevators for 
unloading cars, and 20 shipping elevators, with power to 
unload 500-cars in 10 hours, and to deliver 100, bushels 
per hour to vessels, 

With the object of lessening the time between the cities of 
Washington, Philadelphia and New York, and the Eastern 
und Southern States, this Company, in conjunction with the 
Philadelphia, Wilmington & Baltimore Railroad Company, 
built a large iron steamer, the Canton, for the transfer of 
their passenger and freight trains between the terminus of 
the Washington Branch and the Main Stem at Locust Point 
and that of the Philadelphia, Wilmington & Baltimore road 
at Canton, The Canton is 324 ft. long and 36 ft. beam, has 
two independent engines, cylinders 36 in. in diameter, 9 ft. 
stroke, and dle wheels 25 ft. in diameter, with capacity 
for transferring, per trip, 10 passenger or 27 loaded freight 
cars. This change, from the use of horses through the 
streets, to the rapid and ble transfer over the Patapsco, 
affording passengers a fine panoramic view of the harbor 
and city of Baltimore and the headwaters of the Chesa- 
peake, has proven to be attractive and satisfactory. 

For the purpose of improving facilities locally, and for 
meeting the requirements of tha export trade, and to de- 
velop and increase the transportation of all descriptions of 
live stock, the Baltimore & Ohio Company has assisted in 
organizing the Baltimore Stock Yard Company, aud has 
made important arrangements with it. In accordance with 
the agreement, that company has purchased 250 acres of 
land adjacent to the line of road, conveniently situated for 
the local trade, and with valuable advantages and accommo- 
dations for — transportation and for the export trade. 
The imprevements are of a permanent and substantial char- 
acter, and are rapidly progressing. The facilities will be 
equal in every particular to the best in any eastern city, and 
the charges will be so moderate that it is believed they will 
attract aud byte a greatly increased traffic, thus furnish- 
ing improved supplies, not only for home business, but aid- 
ing in making Baltimore a leading market for distribution 
of live stock to northern and southern cities and for foreign 
shipments. 
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The progress and extent of the business of the company, 


modations and offices in its chief terminal city. 
convenience demanded that the location of these offices 
should be readily accessible for the centres of the mercantile 


deemed most desirable was made. The property is on the 
northwestern corner of Baltimore and Calvert streets, front- 
ing 102 ft. 6 in. on Baltimore and 104 ft. 2 in. on Calvert 
street. It was purchased for $325,000 cash. The building 
being erected upon this land is to be seven stories above the 


structure. The massive walls of brick will be laid in 
cement, the stair-cases. window-frames and joists will 
be of iron, the building be made fire-proof through- 
out and provided with fire and burglar-proof vaults. The 
entire fronts will be of the finest quality of Baltimore 
sressed brick, except the front of the first floor, which will 
»e of fine cut granite. The trimmings of the pressed brick 
fronts will be of the Cheat River or blue stone. The granite 
and Cheat River stone are procured from quarries upon the 
Baltimore & Ohio road, and are wdllovel to be equal in 
color, quality and effectiveness to any in the United States. 
The tirst floor will be appropriated to offices for the passen- 
ger, ticket, freight; telegraph and express services; the sec- 
ond floor for the President, Vice-Presidents and their assist- 
ants, and for the Treasury Department; the third floor for 
the room of the board of directors, and the General Freight 
Agent’s Department; the fourth floor for the Auditor’s De- 
partment. The remaining apartment will be used for minor 
oftices, documents, etc. There will be passenger and freight 
elevators, located to furnish convenient communication with 
each floor. Itis hoped that this building will not only af- 
ford much improved facilities and conveniences for the pub- 
licand the company, but that its architecture will add to 
the attractive appearance of the metropolis. 
NEW BRANCH LINES. 

The Buffalo Valley Railroad, 814 miles in length, connect- 
ing Berlin, in Somerset County, Pa., with the Pittsburgh & 
Connellsville road at Garrett, 42 miles west of Cumberland, 
has been purchased. In addition to the general business of this 
section, this branch reaches important veins of coal, re- 
ported to be of superior quality for steam, foundry and 
forge purposes, on account of freedom from impurities. 

The Baltimore & Obio Company, having purchased the 
Somerset & Mineral Point Railroad, 9 miles in length, from 
Somerset, Pa., to Mineral Point (now Rockwood), a station 
on the Pittsburgh Division, 49 miles west of Cumberland, 
organized the Somerset & Cambria Railroad Company, 
with the design of extending it to Johnstown, in Cambria 
County, Pa. Johnstown has a population of 22,000, and is 
the seat of the works of the Cambria Iron Company. These 
works, for the manufacture of steel and iron rails and other 
products, are the most extensive in the United States. Un- 
der the management of its energetic, able and successful 
proprietors, with the great additional advantages which the 
Cambria Company will secure through this new direct con- 
nection and co-operative relations with the Baltimore & Ohio 
road and its vast system of eastern, southern, northwestern, 
southwestern and western connections it will doubless continue 
to prosper, and largely increase its manufacturing capacity 
and products. This extension is being built as a first-class 
road, with substantial masonry, iron bridges, and steel rails. 
The contracts have beer made to insure its rapid construc- 
tion, and it is expected that it will be completed and opened 
for business in Dec~ aber next. The opening of the region 
between Rockwood and Johnstown, rich in mineral and 
agricultural resources, with an excellent and enterprising 
peeeaien, cannot fail to add heavily to the business of the 

ittsburgh Division of the Baltimore & Ohio road and its 
connections, and to bring about extensive, desirable and 
profitable intercourse between the merchants and people of 
Baltimore and of these communities. 

PORT OF BALTIMORE. 

The dock of the Baltimore Dry Dock Company has been 
completed and has proved an important feature of the port, 
its success fully justifying the interest taken in it by this 
company. 

The report submits a correspondence with the Secretary 
of War and the Chief of Engineers, and a resolution passed 
by the Senate in relation to improvements in the channel 
in Baltimore harbor, and comments upon these documents 
as follows: 

It will thus be seen that the able and eminent United 
States Engineer, Major William P. C raighill, reports that an 
increased depth of the channel to the city of Baltimore to 27 
feet, at mean low water, can be obtained at the cost of 
$1,500,000, and that he further states that the improvement, 
at this cost, will embrace the invaluable desiderata of short- 
ening the channel three-quarters of a mile, and making it 
less expensive to maintain, There has been no instance in 
commercial history where such vast and permanent benefits 
have been realized at so limited a cost. As lower freights 
can be obtained on the largest steamships, and as the size 
and draft of modern vessels have been constantly enlarged, 
and as the interests of such vast populations of producers 
and consumers will be thus served and promoted, it is hoped 
that Congress will speedily order the commencement of an 
improvement which will accomplish such economic results, 
and make the channel of this central port of the Union of 
that high class which can be secured so advantageously. 

CHESAPEAKE & DELAWARE SHIP CANAL. 

It is interesting to note that the importance of ccnstruct- 
ing this great national work is attracting constant!y-increas- 
ing attention. The report of the surveys ordered by the 
Congress of the United States developed the fact that a first- 
class ship canal can be constructed for %16,000,000 
froma suitable point connecting the Chesapeake with the 
Delaware Bay, near the excellent harbor made by the United 
States Government, at large cost, by the construction of the 
Delaware Breakwater. The highest military and naval 
authorities look to this work as of incalculable value in case 
of foreign war, through the capacity it will furnish, without 
exposure to hostile cruisers on the ocean, for quick and safe 
transfer of vessels of war, so as to be used alike for the pro- 
tection of the National Capital, Baltimore and Philadelphia, 
and the numerous cities and populations on the Poto- 
mac and the Delaware rivers, and the regions con- 
nected with the vast areas of the Chesapeake and Dela- 
ware bays. While of such value for the national de- 
fense, the largely reduced charges for transportation of the 
exports and imports of vast sections of the Union will afford 
immediate and profitable returns to the country for the in- 
vestment. The distance from Baltimore to Great Britain 
aud the northern ports of the continent of Europe will be 
reduced, by the use of this canal, 200 miles, and a further 
improvement effected in safety and facility of navigation by 
avoiding the most objectionable part of the existing route. 
The immense and rapid increase of the commerce of Balti- 
more, without this canal, shows to what a vastly-incrensed 
extent this port would be used by the South, the Southwest, 
the West and the Northwest, as well as by the Middle States, 
for their foreign traffic, if this great economy of distance 
were added toits present important geographical advan- 
tages. The extensions of the fines of the Baltimore & Ohio 
road toso many great centres of the trade of the interior 





have made Baltimore an effective power in Promoting the 
interests and wealth of vast territories. The following 


and its rapid expansion, urgently required enlarged accom- | 
he public 


and other operations of the city. The selection of the site | 


sidewalk. The plan adopted is for a first-class and durable | 





statistics of the through east and west tonnage of the Balti- 
more & Ohio road show these progressive effects. The ton- 
| nage of through merchandise, east and west, was: 





Tons. Tons, 

i Vor 1671....5....0:....- 496,907 | For ie. ...06. 005.8588 1,093,393 

RS SSeS me ee Sere a 1,047,645 
SOS 640,265 | Ve PS 1,149,499 
Oc eatnnbe-cuvoneh T6226 | * TBID 6... ot athewtes 1,425,629 
ie OTe 872,101 OC es sae ....- 1,980,397 


The result of the construction of the Chesapeake & Dela- 
ware Canal would doubtless be to reduce the cost of through 
transportation so materially as to affect most favorably the 
| interests of the producers and consumers of large portions 
|of the United States. 

The Pennsylvania Railroad Company has also found that 
so many of the merchants and the shippers of the West and 
Northwest regard Baltimore as their most desirable entrepot, 
that the business of that company, through the Northern 
Central road, has grown enormously and continues to ex- 
pand rapidly. 

The heavy and increasing trade of New York and New 
England with the South and West, through Baltimore, 
would participate in the great economies of the proposed 
channel. It is hoped that the agricultural, mineral, marine 
and general interests which can be thusso effectively served 
will unite in urging the general government to construct 
this great national improvement, 

CONCLUSIONS. 

The excellent crops, with good foreign markets, the im- 
provement in demand for all deseriptions of manufactures, 
and the general progress of the industries and prosperity of 
the country have greatly augmented the business of the 
company. 

The board express with pleasure their contined apprecia- 
tion of the successful management of the business of the 
company through the fidelity and efficiency of the officers 
and employés in all departments of the service. 





Eastern. 

This company, in advance of the publication of the full re- 
port, makes the following comparative statement of the up 
erations of its road for the year ending Sept. 30, 1880. The 
statement covers the whole system of 281.996 miles worked, 
whereof 41.390 miles are main line owned; 76.626 miles 
branches owned; 66,900 main line leased, and 97.080 
branches leased; 118.016 miles owned and 163.980 miles 
leased. 

The traffic for the year was as follows : 


Train mileage : 1879-80, 1878-79 Inc, or Dec. P.c. 
Passenger... ....... 1,134,196 1,028,719 I. 105,477 10.3 
| EN En 685,423 495,946 I. 189,477 38.2 


Switching. . 410,678 468,307 D. 57,629 12.3 
Service.......... 118,685 74,350 I. 44.333 59.6 

asd 3 ha wa 2.348.980 2,067,322 1. 281,658 13.6 
Local passengers.... 5,115,006 4,436,094 I, 679,002 15.3 
Foreign passengers.. 134,673 98,654 I. 36,019 36.5 


WOR 808088 5,249,769 4,534,748 715,021 


I 15.7 
Passenger mileage..77,08) 891 65,403,019 I 11,678,972 17.9 
Tons local freight... . 423,480 706,729 I 116,760 16.5 
Tons foreign freight. 198,510 142,983 I. 55,527 38.8 
Total ....... .. 1,021,900 849,712 I 172,287 20.3 
Tonnage mileage....61,707.305 44,996,004 [. 16,711,211 37.1 
Av. passenger jour 
eee . .+. 14,68 miles 14.42 miles I 0.26mile 1.8 
Av. freight -haul.....60.37 “ 52.95 “ 7.42 “* 14.0 
Av. train load : 
Passengers, No ; 67.96 63.58 I. 4.38 6.9 
Freight, tons....... 90.03 90.74 D 0.71 0.8 


Av. receipt : 
Per pass. per mile, 


season ticket.... 0.872 ct. + 0.949 ct. D. 0.077 ct. 8.1 
Per pass. per mile, 

_ ARE : ,. Le” 2164 D. 0.076 ** 3.7 
Per ton per mile 1.94% ** 2.196 ‘ D. O253* 11.5 


Foreign passengers furnished 15.2 per cent. of the pas- 
senger mileage, and foreign freight 83.1 per cent. of the ton- 
nage mileage. Of the tonnage mileage 34.3 per cent. was of 
business north and east, and 65.7 per cent. of business south 
and west. Included in local passengers are 1,454,932 
counted as season-ticket passengers, against 1,283,311 in 
1878-79. 

The increase in traffic is remarkable, extending to all 
branches of business, and especially large in the through 
business. This is probably due to the general revival of 
trade which has stimulated business in the many manufactur- 
ing towns on the line; to heavier receipts of through freight 
from the Maine roads at Portland, and to the greater 
summer travel arising from general prosperity. 

The earnings for the year were as follows : 

1879-80 1878-79 Increase. P. e¢. 

Passenger Dep't. .$1,640,983.74 $1,451.857.46 $189,126.28 13.0 
Freight Dep’t..... 1,198,977.07 988,045.68 210,933.59 21.4 
Rents, etc. 65,095.30 46,076.76 19,018.54 41.3 
Total.... ...$2,905,056.11 $2 
Expenses ........ 1,820,128.17 1 


»485.977.90 $419,078.21 16.8 
491,192.61 $28,935.56 22.0 


Net earn- 
ings......$1,084,927.94 
Gross earn. per 


$994,785.29 $90,142.65 9.1 





mile 10,301.76 8,815.65 1,486.11 16.8 
Net per 

eer : 3,847.32 3,527.66 319.66 9.1 
Per cent. of exps 62.65 59.98 2,67 


f gens 
The gain in gross earnings was somewhat less than that in 
traffic, due to the lower rates on both passengers and freight 
received during the year. The expenses increased largeiy, 
chiefly from causes noted below. 
The charges on net earnings were as follows : 
1879-80 L878-79. Inc.or Dec. P.c¢, 
Net earnings. ....$1,084.927.04 $994,785.29 I. $90,149.65 9.1 
Interest accrued.. 671,694.88 543,481.71 IL. 128,213.17 23.6 
Rentals of leased 
De 226,239.50 293,995,562 D. 67,757.02 23.0 
Total charges. $897,934.38 $837,478.23 I. $60,456.15 7.2 


Net surplus.. $186,993 56 $157,307.06 I. $29,686.50 18.9 
The statement says: ‘'It has been the policy of the 
directors to maintain the road in a strictly first-class con- 
dition, in order to meet the demands of a largely increased 
traffic. With this end in view large expenditures have been 
made in the maintenance of the property. The accounts for 
expenditures for maintenance of way and buildings were : 
Sie NTN Feo 35. 5088S dh whip sre dike 4S 2s cee ena eu 
PS rab cate sits e Saale theu's¢ 46804bne westne .... 450,560.21 


SUED Lars d DOT COMET. 0 0s -evscecunesssacenp eine $111,447.42 

“*The expense accounts for maintenance of rolling stock 
were : 

In 1878-79....... 


hee acne $199,826.64 
In 1877-78.... 


coccccccccss Mee LILO. G2 


Increase (21.7 per Cant.) ios. ose csescscos sevscies $43,292.88 
‘*The expenses include the cost of 4 new locomotives, 2 
passenger cars, 1 baggage car and 20 new freight cars. In 
pursuance of the same policy the surplus earnings ($186,- 
993.56) have been mainly expended in additions to equip- 
ment. Twelve passsnger cars, 1 parlor car and 1 baggage 
car have been added at a cost of $49,630.01; and 181 new 
freight cars and 70 gravel cars at a cost of $110,143.39. The 
sum of $26,305.12 has also been expended in filling the 
flats owned by the company in Charlestown.” 














